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What to do with Sparrows. 


HORNELLSVILLE, N. Y., Sept. 23. 
TO THE EDITOR OF THE RAILROAD GAZETTE : 

Do you know of any way to keep birds (English spar- 
rows) from making their homes in roof trusses of shop 
buildings and similar places, or any way to make them 
Vacate when once in pussession ? Probably if you men- 
tion this through your columns it might bring forth 
some hidden remedy which would be highly appreciated 
by the railroad world. ROADMASTER. 

| An obvious way to get rid of the sparrows would 
be to kill them, and this might be done by poison. 
If bread crumbs are soaked in a strong solution of 
strychnine and scattered where the birds feed, a good 
many will be killed. If the nests can be reached 
with a stream of water froma hose, you might try 
that. But perhaps some of our readers know tricks 
worth two of these —EDITOR RAILROAD GAZETTE. | 


Shoulder Tie-Plates. 


STAMFORD, Conn., Sept. 15, 1896. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of Sept. 11, in the report of the Road- 
masters’ Convention at Niagara Falls, you quote me re- 
gaiding tie plates on the Wheeling Division of the 
Baltimore & Ohio as follows: ‘“‘The rails spread on 
account of wide-punched tie-plates, and the trouble 
stopped with the use of a shoulder tie-plate.”’ 

This impression I wish to correct, as the statement 
made by me was to the effect that the tronble stopped 
with the use of close-punched plates of the same 
form as the wide-punched ones, In regard to the 
use of a shoulder, I am of the opinion, unless changed 
by the tests which we are now making with plates hav- 
ing shoulders five inches long, that a small shoulder on 
each side of the plate is sufficient, the duty of a shoulder 
being to prevent lateral motion. The wearing of spikes 
is caused by undulatory motion of the rail. They will 
thus be as effectually protected with twosmall shoulders 
on the outside of the rail and at each side of the plate as 
with a longer one. F. R. Coates, Roadmaster. 

















The Johnson Interlocking Machine at the Grand 
Central Station. 


Lonpon, England, Sept. 15, 1896. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Herewith [ send you an illustrated pamphlet on block 
signals, ‘‘Four-Track Series, No. 17,” issued tc tne gen- 
eral public by the New York Central & Hudson River 
Railroad. The copy has just been handed to me by Mr. 
Sykes, and on page 45 I notice an illustration of the 108- 
lever interlocking machine of my patented design, which 
replaced the last Saxby & Farmer machine at No. 1 
tower, Grand CentralStation, New York. This machine 
is elaborately described in the pamphlet as erected by the 
National Switch & Signal Co., whereas the machine was 
designed by my father and myself, and erected in its 
present position under my personal supervision for the 
late Johnson Railroad Signal Co. 

It is well known that our machine was a new de- 
parture, followed by other designers both in America 
and England, the National Co.’s machine being but an 
imitation. As the Grand Central machine represents 
years of study and work, it seems hard that others 
should claim the credit. Knowing by past experience 


that fair play is a strong characteristic of American 
gentlemen, I desire to cal] attention to this matter 
through the medium of the Railroad Gazette. 

ARTHUR H. JOHNSON, 


Rapid-Transit Express Service. 





NEW YORK, Sept 28, 1896. 
TO THK EDITOR OF THE RAILROAD GAZETTE: 

Mr Parsons has stated clearly the differenee of view 
taken by himself and me in reference to the gain to be 
had by adding lines for express service to the proposed 
rapid transit system [Railroad Gazette, Sept. 25]. I 
do not claim, however, that none of the people will 
transfer, but that those who do transfer from locals to 
express, will be offset by those who could gain time by 
waiting at the express stations forexpress trains, but will 
through ignorance or undue hurry (like the people who 
rush for street cars as if no other car was ever coming) 
take the first local. To get the benefit of all the saving 
which can be made by transfer requires a knowledge of 
the train service that is not usually comprehended by 
the average traveler. The running of trains on a 
heavily-worked, rapid-transit system cannot be judged 
by any scheduled time and the passenger who hones to 
save time by a transfer may actually lose time by having 
to wait for a later train than he estimated on. 

I doubt the practicability of running the express 
trains at intervals of four minutes, as proposed by Mr. 
Parsons, from the operating point of view. Express 
trains running at this interval for the three busy hours, 
night and morning, means 45 express trains, four minutes 
apart, stopping every mile or mile and a quarter, and 
maintaining an average speed of 27 miles per hour or 
more. But temporarily we will assume that express 
trains do run at four-minute intervals, during the busy 
hours only, for I think Mr. Parsons would not claim the 
need for running at such close intervals at other hours. 

With 4-minute intervals during the busy hours and 12- 
minute intervals at other hours (an extreme allowance) 
only about 25,000 of those actually traveling between ex- 
press stations would gain any time. Of those who could 
make one transfer, only about 25,000 could gain any time 
theoretically. 

Upon the assumption, then, of 4minute trains for the 
busy hours, and 12-minute for the rest of the day and 
night, only 50,000 out of a total of 155,520, or 32 per cent. 
would get any benefit, and to get it would need a keen 
practical knowledge of the train operations. 

I question whether one-half of this number would get 
any benefit, and certainly no one would claim that the 
full theoretical expectation could be realized. 

THEODORE COOPER. 








Compressed Air vs. Electric Moto rs. 





NEw York, Sept. 3, 1896. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Your letter asking me to make a comparison between 
electrical trolley cars and those propelled by compressed 
air, for carrying passengers, was duly received. It found 
me under the pressure of a great many professional en- 
gagements, followed by the deepest of domestic afflictions, 
and I asked Captain Ira Harris, formerly of the United 
States Navy, but for some years past engaged in a large 
way in business that fitted him particularly well for in- 
vestigations of this kind, to analyze the subject minutely 
in all its bearings, and express his conclusions. This he 
has done, in an unusually thorough manner, but with 
difficulty keeping within the assigned limits of space, 
and I think he has very nearly exhausted the subject, 
and, in,the conclusions which are reached, I quite agree 
with him, which, with my own investigations, summar- 
ize as follows: 

I.—The trolley system has the advantage of a longer 
experience, and more numerous ‘alent and a wider field 
of operations, hence, probably, a nearer approach to its 
certainties and to the limit of its possibilities. 

11.—The body of the car is the same in both systems, 
the weight of the driving machinery is greater in the 
compressed-air system, but is susceptible of being 
lightened; the weight carried on the axle without 
springs and consequently the destructive action upon 
the track is greatest in the trolley system, as pow gener- 
ally in use. and there is no resulting electrolysis from 
the compressed-air system. 

III.—The cars of one system are as easily operated as 
those of the other. The repairs of the motive machinery 
on the cars of the compressed-air system can be made by 
less skilled workmen than are required by the trolley 
system. 

IV.—In both systems, the driving machinery is ex- 
posed to dust, mud and snow, the destructive effects of 
which will probably be least in the compressed-air sys- 
tem, because the parts are not so delicate. 

V.—The track of the compressed-air system 1s cheaper 
to make and to maintain. 

VI.—There are no line poles or overhead wires in the 
compressed-air system, in consequence of which I think 
there is somewhat more independence, ‘teach car for 
itself,” in the compressed-air system, and admirable as 
the trolley system is, there are no copper wires to be 
burnt in the other metnod. 

VII.—The actual power to move the load is the same in 
each of the two systems, except that there is more dead 
weight in the car in the compressed-air method. I think 
it is open to doubt which loses the most force between 
the prime motor and the work done. The records that | 
have seen are conflicting, but they favor the trolley, it 
seems to me, because they are incomplete. 

VIII.—The cost of the power-house installations, in 
either system, will depend very much upon the eng:neer 
in charge. Inherently, I think the repairs and renewals 

should favor the compressed-air system, because the 


parts are stronger and coarser, require less care, and 
there are no copper wires to burn. 

{t seems to me that when they are able to use 4,000 to 
5,000 lbs. to the inch pressure in the flasks of the carsof 
the compressed-air system, which [ consider possible, in- 
stead of 2,000 or 2,590 lbs. to the inch, as they do now, 
the work done will be a higher percentage of the energy 
generated than has ever been claimed for the trolley, 
particularly upon long lines. 

Recent improvements in the motive machinery of the 
cars of the trolley system should lessen the cost of its 
track and its repairs. Gear wheels are expensive, and 
the cost of their renewal is a largeitem. They are not 
found in the compressed-air system, and may, perhaps, 
be soon eliminated from the trolley. Recent as is the 
achievement, to-day the evidence favors the compressed- 
air system in the cost of construction and probable cost 
of maintenance. EDWARD W. SERRELL. 


New YORK, Sept. 16, 1896. 
TO THE EDITOR OF THE RAILROAD GAZETTE: 

Broad statements are made in an article in the Elee- 
trie World to the effect that ‘ the electric generator and 
motor are the most efficient pieces of machinery ever 
constructed ”; ‘‘ itis almost needless to say that the com 
pressor and the compressed air motors can never ap- 
proach, under commercial conditions, an efficiency com- 
parable with electric machinery,” and ‘there is no 
doubt but, using 2,000 lbs. pressure, the compressed-air 
system will be far inferior in efficiency to the trolley 
system.” 

Let us compare the two systems. Ignoring all over- 
head construction the different points to be considered 
are: 

1. The cost of installation (overhead construction 
omitted) of lines of equal length and using the same 
number of cars. 

2. The eost of operation of such lines. 

8. Durability of suck lines and equipment. 

4. Comparative efficiency of the power-houses and the 
motors. 

5. Cost and relative efficiency of minor points of 
equipment, such as brakes and lighting and heating ar- 
rangements. 

Suppose we consider the line to be a double track, five 
miles long and operated with 20 cars. If the overhead 
construction is ignored, there remain to be provided the 
cars, the track and the power-houses. Comparing the 
cost of the cars, I see no reason why there should be any 
material difference, size and finish being the same, ex- 
cept that the Mannesmann flasks of the air-motor car 
are not offset by any corresponding expense in the trolley 
system. The market price of these flasks is, for the size 
used, $5 per foot, which would make a difference of $850 
per car, or for the 20 carsof $17,C00, in favor of the trolley 
system. 

In construction of the track the air motor has great 
economical advantages. There is no conceivable reason 
why the wear of the track on which compressed-air cars 
are operated should be either greater or less than it 
would be if steam were used. Experience has shown that 
a 56-lb. rail is ample where dummy engines of double 
the weight of the air-motor cars are used. It is, there- 
fore, a safe rail to use with these nine-ton cars. 

In this vicinity, the new trolley lines use 90-Ib. rails, 
In Boston they use much heavier sections. Assuming 
that the 5¢-!b. is heavy enough for the air motor and al- 
lowing the difference in the weight of the fastenings to 
be 2 lbs. per yard of the track, the 5-mile double-track 
trolley line will require 56114 tons (of 2,240 lbs.) more 
metal than itsrival The cost of street rails varies with 
the pattern; the beavier the rail the more difficult it is 
to roll. But considering the price of either to be $40 
per long ton, including fittings, there would be a differ- 
ence of $22,450, to which must be added $2,500, for the 
bonding and return circuit wires in the trolley tracks. 

In comparing the cost of the power-houses we shal 
consider that two generators of 3501. H. P. each, or two 
compressors of the same power, are suffic‘ent to operate 
the 20 cars. We will also assume that the buildings 
boilers, pumps and connections are the same. The stor- 
age reservoirs and the apparatus for the final cooling of 
the compressed air would cost about $4,000 for a 20-car 
plant, and the trolley system has no expense to offset 
this. 

Estimates have been given us on the installation of a 
power-house with 700 I. H. Pp. quadruple compressors, 
foundations, pipe, connections, boiler feed pump, in- 
jector, Mannesmaun storage flasks, compressor-house, 
boiler-house, coal shed and tracks all complete at $67,515. 

Messrs. Zwiefel & Hoffman, in a report on an electri- 
cal distribution in Milhausen estimate the cost of a 500- 
H. P. compressor to be 12,000 francs, and the cost of a 
dynamo of the same power to be 50,000 francs. The 
prices charged for electric plants vary, but in gen- 
eral they are not much under $100 per horse power, 
including buildingsand all complete. A generator of 
good make cannot be bought in this marset as cheap as 
a compressor of the same power. We must also note 
that in actual practice spare generators cr compressors 
are provided. On the whole. we consider but avery 
small difference can be allowed in the installation for 
20 cars—certainly not over $5,000. In the entire installa- 
tion we have, therefore, on the cars $17,000, and on the 

power-bouse $5,000, in favor of the trolley, and in the 
tracks $24,950 in favor of the air-motor system, leaving 
a balance of $2,45v in favor of the air power. 

Cost of Operation (Omitting the Maintenance of the 

Overheud Wires, Poles, etc.).—In operating the cars, the 
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labor is the same. In the power-house, the electric car 
requires more care by more expensive men. Nothing 
can be simpler than a compressed-air engine. ‘There is 
nothing to offset the cost of the burnt-out fuses and 
armature coils, which must so frequently be replaced in 
the trolley cars. The destruction caused by lightning 
surcharging the trolley wire is often very great and 
cannot be guarded against. 

Mr. W. L. Saunders, Secretary. of the Ingersoll- 
Sergeant Drill Co., authorizes me to say that his com- 
pany will contract for four-stage compressors of the 
style hereinbefore mentioned, which will compress 1,000 
cu. ft. of free air to 2.500 lbs. pressure, at a cost of less 
than 6 cents, and that if all the air is taken, as produced, 
these figures can be greatly lowered. General Haupt 
places this figure at 3 cents. The Hardie cars, now in 
New York, in a run of 414 miles, with 60 stops, on an 
average, by the air-brake. reduce the pressure of the 51 
cu. ft. which they carry 425 Ibs. on an average. The 
best run observed reduced the gage pressure but 305 lbs., 
and the highest 575 Ibs. As the men become experi- 
enced they make the run with less expenditure of air. 
One man, in his second day’s work, made the run of 414 
miles, with a reduction of but 375 Ibs. of gage pressure. 
Until the Hardie system shall have been in actual opera- 
tion longer and on a more extensive scale, acurate figures 
of the operating cost cannot be obtained; but the infer- 
ences drawn, from witnessing its experimental operation, 
are all favorable. 


As to Durability.—In both systems the motor is located 
beneath the car body, exposed to the dirt and dust raised 
by transit. The trolley mechanism being so much more 
complicated and delicate, will be more liable to injury 
and will require more repairs and renewals. In the 
power-house, a good compressor will certainly outlast 
an equally good dynamo. The weight of the rolling 
stock being the same, tracks on which air-motor cars are 
run should last as long as those on which the motive 
power is steam. 

The weight of the Hardie cars now running on 125th 
street, New York, is 18,200 lbs. Of this, the car body is 
7,000. Ibs.: flasks, 4,340 lbs.; air (at 2,000 lbs. pressure), 528 
lbs., and water (at 180°), 500 lbs. Allof the weight except 
one ton is spring borne. The weight bearing on the rails, 
without the interposing spring, consists of the four 
wheels, two parallel bars and one-half the weight of the 
two pitmen. 

As Mr. Walker points out to your readers, in your 
issue of Aug. 28, the two or more tons excess of weight 
in the compressed-air car, does not wear the track so 
much as the pounding of the heavy weights rigidly at- 
tached to the axles of atrolley car. The weight of the 
trucks of the Lenox avenue cars is said to be 4,500 Ibs. 

In the electric system, recent improvements in bonding 
and returning currents. have greatly reduced the losses 
of current and damage by electrolysis ; but that this evil 
has not been entirely eliminated is sufficiently shown by 
the increased weight of the rails on the newer roads. 

Efficiency.— Now, as to the comparative efficiency of 
power-houses and motors, the Journal of Electricity, De- 
cember, 1895, gives an elaborate report on the govern- 
ment’s air-compressing plant at Fort Point, San Fran- 
cisco. The air iscompressed by Rix three-stage compres- 
sors, with Meyer’s cut-off engines. Each of these com- 
pressors produces per hour 460 cu. ft. of air at 2,000 lbs. 
pressure.In the tests published, the indicator cards of the 
steam cylinder showed 342.61 1. H. P., and the three air 
cylinders 293.78 I. H. P., leaving 48.83 1. H. P. for friction, 
inertia, etc., or an efficiency of 85.8 per cent. This was 
with a piston speed of 548 ft. per minute, instead of 360, 
which is the economical speed. At the World’s Fair 
Professor Jacobus tested the Ingersoll-Sergeant duplex 
Corliss compressor and reported a mechanical efficiency 
of 9 per cent. The examples published of the efficiency 
of the steam-driven generators vary from 70 to 92 per 
cent. The highest was obtained by the larger gener- 
ators of the Westinghouse Company. It must also be 
remembered that we have to consider this efficiency not 
at the power-house, but on the average or the middle of 
theline. If insulated feeders carried the current to the 
end of the line for the return trip of the motor, then this 
distance, in the case hereinbefore considered, will be 214 
miles. If the volts of the generator were 5,000 then 700 
H. P. at the generator would be 655.2 H. Pp. at the aver- 
age distance. 

The loss of power on the car motors varies with the 
gearing used in transmitting the power to the axle, but 
most motors lose 20 or 25 per cent. of the electric force by 
these mechanical causes. 

In the application of the air power to the engines, our 
only data are those in a recent elaborate report made by 
the Stevens Institute. Many tests were made with speeds 
varying from 4to 29 miles an hour. We select No. 8, 
where the average speed was 11.65 milesan hour. The 
consumption of water was 4.26 Lbs. per car mile, at a tem- 
perature of 2i1 deg, The amount of free air used per car 
mile was 417.6 cu. ft., or 3.07 cu. ft. at a pressure of 2,000 
Ibs. Combining these figures with those of the cost of 
compressing air to 2,000 Ibs. we have astonishing eco- 
nomical results. In these tests it was shown that with 
the accelerator in use the car was run with 41 per cent. 
of the air required when it was used cold. 

The length of this letter is already excessive, and little 
space can be given to the minor points to be considered. 
In the matter of lighting, the electric car has a conceded 
advantage. 

In the matter of brakes, the air-motor car has the ad. 
vantage; theair-brake on the Hardie car is effective, 
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Fig. 1.—Interlocked®Switches and Signals at Paoli, Pa.—Pennsylvania Railroad. 


releasing the brake 130 times when the car was at a 
standstill reduced the pressure of 51 cu. ft. but 25 lbs. 

As to heating, there is no heating apparatus in the 
cars now in New York. It would be butasimple mat- 
ter to utilize for this purpose the hot water of the work- 
ing reservoirs. 

Our study of this subject convinces us that in the 
matter of first cost, operation and durability, the air- 
power system is superior to the trolley system, even 
leaving the overhead structure entirely out of consider- 
ation. How much this means is best known to street- 
car operators. The independence of the compressed-air 
motor is as complete as that of a locomotive; and, un 
like a locomotive, the air motor when idle wastes no 
power in keeping itself ready to resume work. As long 
as there is air at pressure in its flasks it is ready for 
work at anytime. The cutting of the wires of the 
trolley system at any point leaves every car on that cir- 
cuit helpless, wherever it happens to be, and nothing can 
be done until the trouble is located and tne connection 
restored. If a mob holds any point of a trolley line the 
whole system is paralyzed. IRA HARRIS. 








Interlocking at Paoli, Pa. 
WITH AN INSET. 

Among the most carefully and intelligently desigved 
switch and signal plants lately constructed are those of 
the Pennsylvania Railroad, on its four-track lines. 
Owing to the great variety of traffic carried on over 
these lines, it often becomes necessary to order fast and 
heavy trains toleave the passenger track and run for a 
short distance on the treight track, and vice versa, and 
to make such a change without delay the signaling 
must be perfectly adapted to its purpose and the curves 
in the crossover tracks must be easy. We show here- 
with a plan (Fig. 1) of a good example of Pennsylvania 
practice, the interlocking at Paoli, Pa., on the Philadel- 
phia Division, 20 miles west of Philadelphia. At this 
point numerous local trains begin and end their trips. 

The interlocking machine has 59 levers and 8 spare 
spaces. Thirty-seven levers are for signals, 12 for switches 
or movable frogs and 10 are for locks. Six of the switch 
levers operate locks also. There are three pairs of mov- 
able frogs. The principal crossovers are 280 ft. long, 
and their greatest curvature atany point is 2 deg. 40 min. 
No. 15 frogs are used. 

Low signals are provided for all reverse or ‘‘back-up”’ 
movements and for movements to and from side tracks. 
No indicators are used. Each arm which indicates a re- 
verse movement is cleared for any one of the two or more 
reverse movements possible from that point, and the 
engineman is required to have his speed sufficiently 
under control to be able to see which track he is being 
led to and to judge for himself whether that track is 
clear. Some of the high signals, such as that for track 
No. 3, next east of the cabin, have three arms. Trains 
are run from track No. 3to No.4 at practically full 
speed, and it is therefore necessary to have a signal as 
large and as distinctive for the movement through the 
crossover as for that on the direct line. The distant sig- 
nals are not cleared for movements through crossovers. 
The distant signals are locked so as to be pulled off only 
when all of the home and starting signals for their re- 
spective tracks are cleared; that is, only when the way 
is clear, on the same main track, through the whole 
yard, from one end to the other. 

The electric circuit shown opposite the passenger sta- 
tion (see Fig. 1) is to warn the signalman of the presence 
of cars standing there, the abutment of the overhead 
bridge shutting off his view of this portion of track 
No. 4. When empty passenger cars are backed upon 
this track, as is frequently done, the shunting of the 
electric circuit by the wheels locks the lever of the home 
signal which admits trains from Philadelphia to this 
portion of track. It will be observed that this home sig- 
nal (the arm above the distant arm, on the bracket post, 
at the extreme left of the ergraving, Fig. 1) has no cor- 
responding distant signal. This is because the home 
signal itself is 2,500 ft. from the tower, and a distant 
would have to be about 4,000 ft. off. It would seem de- 
sirable to provide an electrically controlled signal, oper- 
ated by clockwork or by an electro-magnet, in such a case. 
Perhaps, however, Paoli is one of those fortunate places 
where fogs never obscure the engineman’s view. 

In Fig. 4, shown on the inset, the most noticeable 
feature is the arrangement of the chain wheels for 
changing the direction of the signal wires. By an in- 
geniously designed arbor or frame, these wheels are 
placed close enough together so that every wire, no mat- 
ter how many there may be in the same group, turns 
what is practically a right angle. With this device the 
wires can be strung in parallel lines even ina large tower, 
both beyond the pulley, and between the machine and 
the pulley. The construction of the frame carrying these 
chain wheels is shown in Fig 2, the distinctive feature 
being the arrangement of the centers on a staggered 
line, so asto permit the placing of a given number of 
wheels within smaller space than would otherwise be 
possible. 

Fig 3 shows about one-quarter of the plan of the plant 
as made for the construction gang. This plan, on a 
large scale, that is, a little larger than here shown, is 
carefully prepared before the work is commenced, and it 
is therefore possible to estimate the material needed so 
closely that practically none of that sent out has to be 
returned. It will be seen that the size of the founda- 
tions and the number of pipe or wire carriers at each 


point are indicated on the drawing, 
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Mogul Freight Locomotive. 

The accompanying engraving represents one of the 10 
large freight locomotives recently built for the New 
York, New Haven & Hartford Railroad, by the Schenec- 
tady Locomotive Works. These engines were built to 
conform to the specifications prepared by John Henney, 
Superintendent of Motive Power of the above road. 

The engine which we illustrate weighs 144,200 lbs. 


house tender brakes. Below are given the descriptive 
specifications : 


Cylinders. 

Diameter of cylinders ........... paidinldesWideddddandaedesease 20in. 
SUE Oe Mane cccddcccexasaediatidiecs dedecccdsdéesccede 28 “ 
Horizontal thickness of piston........2. ccee-ssseccceccenccs ¢* 
Diameter of piston rod...._ ........ dddddcaedaanasacdae a 
Kind =  PRCRINE eek s coecccccecs Jerome metallic 
Size of steam ports.......... sddaivdcdvudddesscaunane 20 in. X 13g in. 

YT ORME - sacusstudedeadadedcanddeneasne #6 + calle iS Rien 

SO Pc scccesuuc Saaeaeas Giadddacacens gwernaaaea 1% “ 


Thickness of plates in barrel and outside of fire box....Top 

and sides, 5¢ in.; dome, ,% in.; tube, 4 in.; balance, 34 in. 
Horizontal seams....Butt joint, sextuple riveted, with welt 
strip inside and outside 


Dircumferential seams.......... acseadblce dbedes Double riveted 

Firebox, — Neatdenden decceys cadpedeaeiakauniedealthe 1084 in. 
. WE rdandgdddécadecsdagcccenindasts/snandedexaaday a 
ep GE catalase caccaccces -+e+eFront in., back 65% in. 
s WE ase ccecacccucd <cuade Carbon firebox steel. 


“= plates, thickness, 

: sides, 3¢ in. ; back, 34 in.; crown, 3¢ in.; tube sheet, 44 in. 
Firebox, water space. . Front, 4in.; sides, 344 in. ; k, hg 
ida. | | | a seny Radial stays 1 in. diam. 





Mogul Freight Locomotive—New York, New Haven & Hartford Railroad. 


Mr. JOHN HENNEY, JR., Superintendent Motive Power. 


The driving wheel base is 16 ft. 2 in., and the total wheel 
base is 23 ft. 3 in. The pistons are made of cast steel and 
have a horizontal thickness of 6in. The piston rods are 
made of Taylor 1ron 31/ in. in diameter and are extended 
through the front cylinder heads. ‘The axles are made of 
Midvale steel, the rods of the pins of the main crank of 
Krupp crucible steel and the staybolts for the firebox of 
Taylor iron. 

The cylinders are 20 in. x 28 in., and the drivers 63 in. 
in diameter with cast-steel driving wheel centers. 
Pressed steel is used for the boiler front and door, for 
the cylinder head casings, dome ring, dome cap and 
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Valves. 


Kind of slide valves.......-. ... 
Greatest travel of slide valves 
Outside lap es - 


-- Richardson Ralnaaet 






Inside Lid “ «es ity 

Lead of valves in ful) gear.... 

Kind of valve stem packing..............-.008+ Jerome metallic 

Wheels, Ete. 

Diameter of driving wheels outside of tire................. 63 in. 

Material ““ “ “«  centers..:.Cast-steel made by Am. 
Steel Casting Co. 

Tire held by.....cccccce sedddgadedetareecdcdaudddssadas: Shrinkage 

EPR RG AGE: TRADRONIN cc. caccnccices. 6 dscccdecesecnacas Cast-steel 

Diameter and length of driving journals..... 9 in. dia. x 12in. 

“ i “* Main crank pin jour- 
WO i vecdecduicsadecsacs edddddacdedsescudeavedad e- 356.65 
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Fig 2—Arrangement of Horizontal Pulleys 


dome casing. The boiler is supplied by two Metropoli- 
tan model ‘* KE” injectors. 

The engine is equipped with the Westinghouse-Ameri- 
can brake on all drivers and for train; 914-in. air pumps; 
two 3-in. Consolidated safety valves, one muffled and one 
encased; magnesia sectional boiler coyering ; spring 
buffer between engine and tender; pressed steel dome 
ring and cap, and a cast-steel foot plate. 

The tender is equipped with water scaop and Westing- 


for Signal-Wires—Pennsylvania Railroad. 


Diameter and length of side rod crank pin 





journals....... 2 ee cceescccasccccccccece ooeee.D in. dia. X 354 in. 
Engine truck, kind...:..... seeccecceccecs 2-wheel, swing boister 
as - urnals..... eoceseccsscccecceccs 6 in, dia. X 12 in. 
Diameter of engine truck wheels....... ........eeeeeeeeees 33 in. 
Kind i ms  dawes .. Paige steel-tired spoke. 
Boiler. 
Style..... daakeneas wedieedauad sovccccesescesssluXtended wagon top 
Outside diameter of first ring...... sehelkaccataa in 


pieshenessuuas 190 slbs 
Carbon fire-box teel, 


WOPEING DIGOBUEO so 0c vesccccccccsccccs as 
Material of barre] and outside of fire box,, 


Built by the ScuenrcraDy LocoMoTIVE WorkKs, Schenectady, N. Y. 


Tubes, material.... ......Syracuse charcoal iron No. ll, W. C 






WOON dvccccccdccentes 4eee cdadvadddsunsedsanasaksee 312 

OF: QUEM adcacandaaesss | dae dedddaudcaccdauecevsaatedd 2in. 

© Jomigtls ower Grable Geta gs o.oc ones ccesicceds sacvee. sense 12 ft 
Heating surface, —_e Said dadaddudidddatexdedeacdaes — 72 8q. ft 

ws * WN dou a s<<\sadoadeaateceuscuuets i 

e i . i> GRMN D nace caeaesinccacdacgdumadacees oo = 
ORG WBENOGls coccdccecacdescacsscesce aaa dues ee he 
SS MM Midddadéde- deaaddaucaceceacad Rocking R. R. Co.’s style 
Asbpan, style......... Hopper, with dump plates 
Exhaust MUNG oo decccdeddidcassssecaccsddeddad Ganceuedauae Single 


: nozzles 4% in., 54% in., 5% in. diam. 
Smoke stack, inside diameter. . oa .-Near bottom, 16 in. 
be Fee CE IO HN stad cnc caveswanaddcuedaes 13 ft. 9% ** 
Tender. 
WEG ONE enc ccancadsccccanseccuqqaacndeudaecdace 
Wheels, number of............ a 
Te UMD Esa ckccrcenesdeaiaceusaaws gxacawece caceaaseeneee 
Journals, diameter and length 
Wheel base... 















“trucks 4 wheel, square wrought iron frames 
Walt CRIES ooo 5 uc ctnncdscacsoccecscassesuvena 4,500_U, 8. gals. 

08. : pide padepdeaieadaded: atedde .844 (2,000 1b,} tons 

Total wheel base of engine and tender................ 51 ft. 8 in. 
** length en ee ee ee a POM eves Gl £6. 3% “* 








The Kansas City, Pittsburgh & Gulf. 


We find in the Boston News Bureaua long account 
of the Kansas City, Pittsburgh & Gulf road, which con- 
tains interesting information in regard to the earnings 
and finances, which we have not seen published else- 
where, and we publish below an abstract of the article, 
premising that the Jine has about 400 miles completed 
and in operation south of Kansas City. About 50 miles 
of track remains to be built to open the through line to 
Shreveport, La., 560 miles, and most of the work south 
of that town to the"terminus at Port Arthur, Tex., has 
been finished, and some track has also been laid on this 
section, which includes the division in Texas. The en- 
tire road will be about 780 miles long from Kansas City 
to the Gulf Coast at Port Arthur, near Sabine Pass. It 
is expected to have the road completed privr to Jan, 1, 
1897. The capital used in building the road has been 
primarily subscribed in Holland, but interests in New 
York, Philadelphia, Boston and several New England 
towns have considerable investments in the railroad 
and construction companies and the various allied 
corporations. The most important parts of the News 
Bureau article follows: 

The road is being. built by the Missouri, Kansas & 
Texas Trust Co., of Kansas City, Mo., by menns of con- 
struction companies, namely, the Arkansas Construc- 
tion Co., capital $4,500,000; the Kansas City Terminal 
Construction Co., capital $3,000,000, and the Missouri 
Coal & Construction Co., capital $2,000,000, later 
merged into the Philadelphia Construction Co. with 
$2,500,000 capital. The railroad has an authorized capi- 
tal of $20,000,000 stock and $20,000,000 bonds, though 
stock and bonds now outstanding only amount to about 
$12,000,000 each. The bonds are 30-year five per cent. gold 
bonds. The stock is quoted between 18 and 20 on the Phila- 
delphia Stock Exchange, and the bonds between 70 and 80, 
but as most of the stock and bonds are “ pooled ”’ there 
is not much floating stock on the market. These bonds 
are paid to stockholders of the various construction com- 

anies as dividends. For every 10 miles of road built a 

ividend of stock and bonds is declared, so that when the 
road is completed the stockholders in the construction 
companies become the owners of the road, besides re- 
taining their interest in the townsites and bonuses due 
the construction companies. Under the terms of agree- 
ment with the construction companies the interest on 
bonds, which have been issued at the rate of $25,000 per 
mile op the road constructed by the Arkansas Construc- 
tion and the Philadelphia Construction companies will 
be paid October, 1897, and on October, 1898, on road con- 
structed by the Kansas City Terminal ConstructionCo. 

The road has no floating debt. It is principally rock bal- 
lasted and 60-Lb. steel rails have been laid. Brick and stone 
stations have been built at the prominent towns, The road 
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enters Kansas City over the Kansas City Suburban Belt 
Railroad. [A controlled company]. Port Arthur. the 
terminus, is on Sabine Lake, an inlet to the Gulf, about 
five miles north of Sabine Pass, where there is 24 ft. of 
water, vessels drawing 22 ft. of water having already 
loaded there and sailed for England direct. The lake 
itself will have a channel dredged to enable vessels 
of large tonnage to enter. Wharves are to be con- 
structed and lines of steamers will be established to 
run between Port Artbur, Liverpool and Amsterdam. 
By the Kansas City, Pittsburgh & Gulfroad the distance 
between Kansas City and Galveston is shortened about 
150 miles, according to route compared. 

The present earnings of the road in its uncompleted 


By means of the regulator on the handle of the ham- 
mer, the operator has absolute control of the stroke. The 
hammer is guaranteed to bead two locomotive flues a 
minute and the size ‘‘ A” hammer, when used on bridge 
work, has riveted as high as 85 1-in. rivets in 23 minutes. 
Ten or twelve feet of }4-in. rubber hose is used to make 
the connection between the hammer and the air supply. 
Air at any pressure from 20 to 100 Ibs. per square inch, 
and even higher pressures, will operate these hammers, 
but itis not economical to work the tool of size *‘ A” 
under a pressure of less than 80 lbs. At this pressure 























Fig. |.—Boyer Pneumatic Hammer. 


condition have been more than sufficient to pay ex- 
penses, cost of maintenance and betterments and 
per cent. already paid early bondholders. Gross earn- 
ings for this year by months show a steady increase, 
from $45,721 in January to $81,386 in August. The total 
for eight months is $460,809 as against $334,398 in 1895, 
but the mileage operated is greater by about 150 miles. 

Vice-President Stillwell. of the company, and the pru- 
moter of the enterprise, estimates freight earnings of 
the road when completed, as follows: 












Per ye'r. 
ee eee eee es Ere $182,509 
Railrvad ties _..... . 219,000 
Merchandise and export. 365,00) 
Packing house products 511.0 0 
Long leaf pne.... .. 730,000 
Passenger business........... eee ms. 517,000 
Apples, strawberries and potatoes..... 182.500 
Snort Jeaf pine ‘ 730,009 
Live stock....... Susie 54700 
REUEnh ah Gi cewn sikieeeis akin sia be 73",000 
ME siukensncstuaekiewen SAcuanbeceene $4.745,°00 


The above does not include earnings from lead and 
zine shipments. Figuring operating expenses at 70 per 
cent., this would ‘leave $1,423,500 net earnings, or over 
$500,000 per year above interest charges. 

The president of the company is E. L. Martin. of 
Kansas City, and A. E. Stillwell, President of the Mis- 
souri, Kansas & Texas Trust Co., is Vice-President The 
directory of the company consists of the above and J. 
Lowber Welsh, E. T. Stotesbury, W. S. Taylor and H. 
M. Howe, of Philadelphia: A. Heckscher and Edward 
P. Merwin, of New York; W. S. Woods, Robert Gill- 
ham and J. D. McTrimble, of Kansas City. 

A valuable connection for the Kansas City, Pitts- 
burgh & Gulf road is the building of the Kansas City & 
Northern Connecting Railroad by the Missouri, Kansas 
& Texas Trust Co to run from Pattonsburg, Mo, to 
Kansas City, a distance of 72 miles, which, in connection 
with the Quincy, Omaha & Kansas City road, 136 miles 
and Omaha & St. Louis road, 144 miles. reorganized an 
purchased by a syndicate in accordance with plans 
already formulated, will make a valuable system. 








Pneumatic Tools, 





We show by the accompanying illustrations, various 
pneumatic tools manufactured by the Chicago Pneu- 
matic Tool Co., of Chicago. 

The Boyer pneumatic hammer is represented by Fig. 1. 
These hammers, while answering a great number of pur- 
poses, are especially designed for use in foundries for chip- 
ping castings, for machine-shop work and stone cutting, 
and are very much in demand in locomotive repair shops 
and boiler works. The tool being small, light and port- 
able, it is very valuable for work usually performed by 
hand. Airis admitted by a hose connection, the admission 
being controlled by a valve, 72, operated by a thumb lever, 


the hammer makes 2,200 strokes per minute. The con- 
struction is simple and admits of easy access to the 
interior of the tool. The reaction upon the hand of the 
operator is very slight. 

Fig. 2 is an engraving of the new Manning piston 
air drill. This is a 3-cylinder piston drill, and will drili 
or ream holes as large as 214 in. in diameter. This tool 
weighs 23 lbs., and is reversible, being used largely for 
stay-bolt work, both for tapping the holes and running 
in the bolts. The speed can be varied, and is under the 
direct control of the operator. 

Fig. 3 shows the Manning sand-papering machine. 
This device is made up of a framework in which is fitted 


ber pipe from the main air reservoir. The passage of the 
air through the small orifice, seen in the lower cut of 
the engraving, creates a partial vacuum in the funnel 
in the lower portion of cleaner, and as it is pressed 
against the seats and rubbed along, the suction of 
air gathers the dirt and discharges it through a3-in. 
flexible pipe extending throughthe window. This device 
has the advantage of having very few parts and requires 
no skill in operating. doing its work very satisfactorily. 

Fig. 5 shows a pneumatic rivet holder on. This con- 
sists essentially of a cylinder, with a piston working in- 
side, back of which the air acts. Extending through the 
front end of tke cylinder and connected to the piston isa 
small head, the face of which is recessed to fit the head 
of the rivet. This head can be changed to suit the size 
of rivets being used. When used on boiler work a piece 
of pipe is screwed on the back end of the tool of such 
length that when the holder is up in contact with the 
rivet the end of the pipe is firmly braced against the op- 
posite side of the boiler. By means of a stop-cock, air at 
a pressure of from 70 to 80 Ibs. per square inch is ad- 
mitted back of the piston, which forces it up and holds the 
rivet which is being worked on, firmly in place. This 
holder-on is used in combination with the pneumatic 
hammer, already mentioned, and has been used for some 
time at the Chicago Ship Yards with a marked saving. 

This company had all of these tools in operation at the 
Master Car Builders’ Convention at Saratoga this year. 
The company sends out all machines on ten days’ trial, 
subject to approval, and guarantees them for one year 
against repairs. 

We are indebted to Mr. J. W. Duntley, President of 
the Chicago Tool Co , for the illustrations accompanying 
this detailed description. 








Telegraph Construction on English Railroads. 





This is the subject of a paper recently read before the 
{nstitution of Electrical Engineers by Mr. W. Langdon, 
of the Midland Railway. From the report in the (Lon- 
don) Railway Engineer we condense such parts of the 
paper as are of more particular interest to American 
readers. The author takes up chiefly questions of con- 
struction. The wires and apparatus for block signaling 





Fig. 2.--The Manning Piston Air Drill. 


a disc which is made to revolve rapidly by the action of 
the compressed air. The disc is covered with sand-p1iper 
and when revolving has somewhat the action of an emery 
wheel. The cut gives a view of the back of the machine 
with the air-counterbalance apparatus attachment. The 
dust passes out through the tube provided, and hence 
does not circulate through the shop. A man is able to 
finish the surface of a passenger or baggage car ready for 
the painter in 14 hours by using this machine. The sid- 
ing is put on the car as it comes from the mill, the ma- 
chine cuts down the uneven surface of the wood, and 
finishes it up perfectly smooth and level with no 











Fig. S.—Pneumatic Rivet Holder-on. 


76, acting against che spring, 74. Thisisin the nature 
of a throttle valve and governs the admission and ex- 
haust of air toand from the cylinder. Motion is im- 
parted to the tool, 91, by means of a plunger, 57, working 
in the cylindrical body. The action of the hammer is 
similar in many respects to that of a rock drill, com- 
pressed air being the motive power. 

The size “A”? hammer has a 4-in. stroke and weighs Il 
Ibs., while the size ‘*B,” as commonly used in railroad 
shops, has a 2\4-in. stroke and weighs 8 lbs. The work- 
ing head of the hammer is arranged to receive any 
form of calking, cutting, heading or riveting 
tool, provided the shank is of proper dimensions, 


scratches. Experiment has shown that with this ma- 
chine one man can do the work of six good carpenters 
using the old methods of finishing cars. The Union 
Pacific and the Chicago, Burlington & Quincy railroads 
have used these machines in their car shups for the past 
year, and have found them very satisfactory. The ma- 
chines work best when under a préssure of 80 to 100 lbs. 

Instead of sand paper a wire brush or emery wheel can 
be attached to the revolving disc and the machine used 
for ¢ eaning or grinding castings. 

Fig. 4 illustrates how the new car-seat cleaner made 
by this company is applied. The cleaner consists of a 
funnel-shaped nozzle through which air ig ted by a rub 


constitute a large part of the telegraph superintendent’s 
field in England The estimated length of wire em- 
ployed for railroad purposes in 1894 was 100,000 miles, 
being an increase in five years of about 20 percent. The 
number of instruments employed for railroad purposes 
was 130,000, an iucrease in five years of 30 per cent. 
Block signaling was but sparsely employed in England 
prior to 1870; in the next 10 years the length of wire had 
doubled, and since then the increase has been steady and 
rapid. The railroads of Great Britain maintain about 
67,000 miles of wire for the post-office department, which 
does the commercial telegraph business of the United 
Kingdom. 

Telegraph poles are now almost universally creosoted 
and this preservative makes their life practically un- 
limited ; that is, they will generally last until the line 
needs to be enlarged or altered. Mr. Langdon recom- 
mends 8 Ibs. of creosote to the cubic foot of timber; a 
larger quantity is detrimental ; it is desirable not to im- 
pregnate the core of the timber, for after the oil is dissi- 
pated,a treated pole becomes brittle. H poles are used 
a good deal in England, and the paper discusses them at 
length. Mr. Langdon emphasizes the esthetic element 
in the construction of telegraph lines and reminds his 
hearers that uniformity in construction, poles set in 
perfect line, evenly graduated as to height, «nd cross- 
arms and wires arranged symmetrically, are elements of 
beauty easily attainable. His road, the Midland, has 
rezently built 100 miles of telephone line for the post- 
office department, in which he used tubular iron cross- 
arms. The arms are made of 18{-in. galvanized iron 
tubing and are 40 in. and 47 in. long. They are strength- 
ened in the middle by a larger tube or sleeve, a little less 
than half as long as the arm itself. 

For staying telegraph poles the Midland uses machine- 
stranded wire of No. 8 gage, warranted to stand astrain 
of 1,800 lbs., with a maximum stretch of 4 percent. Mr. 
Roberts, of the Postal Telegraph department, has de. 
vised a little tool for bindinga stay wire upon a thim- 
ble. Stay rods planted in cinders or ashes have to be 
protected by creosoted wood, or they will be destroyed 
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by the electrolytical action set up by the ashes and the 
galvanized iron. For leading wires into buildings Mr. 
Langdon uses a porcelain tube. the outer end of which 
is bent downward, protecting the wire from rain. 

Mr. Langdon uses copper wire; he would use 1214 
gage, reducing the length of span to 210 ft. on curves 
and 225 ft. on straight lines. In English practice tele- 
graph wires are spliced or jo‘nted by being laid parallel 
to one another for a few inches and then bound by a 
smaller wire. wound around and soldered. For this 
binding Mr. Langdon uses a No. 11 galvanized iron wire, 
made more ductile than ordinary wire of this size. It is 
of such quality that it can be lapped around a No. 
wire without scaling. 

Discussing instruments Mr. Langdon states that the 
single-needle vertical-handle instrument remains in gen- 
eral use in Great Britain, though the Midland uses, at 
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Fig. 4.—Pneumatic Car-seat Cleaner. 





important stations, Bright’s bells. Other roads also use 
this instrument. The sounder is considerably used in 
Ireland; the duplex and quadruplex are used to a limited 
extent on a number of English roads and the “phono- 
pore” is in limited use on the Midland, the Great West- 
ern, the Great Kastern and the Brighton roads. (The 
phonopore is an arrangement like the phonoplex, for 
the simultaneous use of the telephone and the telegraph 
on the same wire.) Mr. Langdon reports little novelty 
in block telegraph instruments, except the introduction 
of Tyer’s tablet apparatus and Webb & Thomson’s elec- 
tric staff, both for single lines. The author evidently 
approves of electric lock and block instruments for 
double-line blocking, though it does not appear that he 
has used them. He uses electric repeaters to show the 
position of signals, 3,000 of them; and also 800 “light 
indicators.” The Bichromate and Leclanche batteries 
are used; for hard and constant work the former is un- 


surpassed. 

An appendix to the paper gives the tables of the 
postal telegraph department rr 
for stresses to be observed ‘t 





in erecting copper wires at 
various te nperatures; also a 
similar table for iron wires. 














The discussion on Mr. 
Langdon’s paper is reported 
in the Railway Engineer 
for August. 

Mr. WYLES (London & 














South Western): The control AA K 
of block signals by electrical RNS 
apparatus is now general 





use of the phonopore, which is used with the greatest 
ease upon telegraph lines. 

Mr. R. VON FISCHER TREUENFELD described an iron tele- 
graph pole recently designed by Mr. Alexander Siemens. 
In it, the upper (wrought-iron) tube extends down to the 
ground inside of the lower (cast-iron) tube, thus making 
a much stronger structure than the ordinary iron pole. 
Iron poles are largely used in the Colonies, but somehow 
they do not seem to be made of as good material nowa- 
days as they were 25 years ago. 

Mr. HOLLINS (Great Eastern) stated that he had in use 
in the vicinity of London 70 miles of West’s covered 
wire. With proper care in putting upand an occasional 
dressing this wire will last 20 years; much of it has been 
up over 25 years. Bright’s bells are largely used on the 
Great Eastern ; the duplex and quadruplex are used, and 
the operators soon learn to adjust the instruments 
premptly and with confidence. On his road the phono- 
pore wasa failure and the receiving apparatus was re- 
placed by a telephone, At Liverpool street station, pneu- 
matic tubes have been put in, taking the place of the 
telegraph for local distribution. 

The speaker thought Mr. Langdon had given scant at 
tention to electric locking of block signals, which really 
has made a geod deal of progress. The Great Kastern 
has recently spent over £20,000 for this purpose on its 
suburban lines, fitting up’80 signsl boxes. This required 
200 miles additional wire, 10 milesof underground pipes 
and 400 rail contacts. Besides this there have been put 
in lately 500 electric-locking instruments, controlling 800 
levers; also 90 electric detector bars from 20 tu 40 ft. long. 
Sykes’ apparatus was used. The rail contact is a self- 
adjusting friction clutch, the tail of the lever passing 
through the web of the rail. These rail centacts work 
hundreds of times a day, but there has not been a fail- 
ure on the wrong side for a year. The apparatus gives 
satisfaction, and more of it is likely to be put in. 

Mr. R. STUART HAMPSON is in favor of the exclusive 
use of copper wire in smoky districts, which is to be 
preferred to covered wire of any description ; and it will 
supersede iron eventually. Old wire brings a good price 
for scrap when taken down. The labor of putting up 
copper is less than for iron wire. Mr. Langdon omitted 
to state that the vertical-handle, single-needle instru- 
ment is being superseded by the more rapid tapper-key 
instrument. 

Mr. W. LEONARD (South Eastern Ry.) bellfeves the 
question of iron or copper wire to be still debatable, 
though he has used copper for ten years in localities 
where iron perishes rapidly. His road uses Sykes’ 
electric locking largely. and is putting in telephones at 
all of the signal boxes. Train describers are largely used 
at and near crowded terminals to announce theapproach 
of trains and at thesame time toindicate their name 
and route. i 

Mr. G. E. FLETCHER (London & North Western) criti- 
cised at some length the views of Mr. Langdon concern- 
ing the eonstruction of telegraph lines with } poles. 
Mr. Fletcher prefers iron wire for telegraph lines be- 
cause it will elongate more than hard-drawn copper; 
with the same burden the breaking point of copper is 
earlier. Mr. Fletcher has in use on his road a duplex 
system devised by himself, which is very flexible. The 
apparatus may be changed to simplex at will without 
any switching arrangement. The duplex can be worked 
to way stations as well as through, and all sorts of com- 
binations are possible. Repeaters are in use on the 
London & North Western for indicating ‘‘signal on,”’ 
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on all lines of congested }—-—-—-__-__-—~ 
traffic on the south side of 
London. Electrical detector 
bars are largely used, being 
put in by the Telegraph Department. Apparatus for 
setting signals at danger automatically on the passage 
of a train is now common. On the South Western Mr. 
Sykes has put in apparatus, by which, on single lines, 
the starting signal is controlled so that it cannot be 
lowered until the tablet has been withdrawn. 

Mr. GOLDSTONE (London & South Western) was sur- 
prised to find tbat so little was being done toward elec- 
trical locking. Ou the South Western 150 miles are 
now thus controlled. 

Mr. SPAGNOLETTI criticised some of Mr. Langdon’s 
views concerning poles. From his remarks it would ap- 
pear that in England, as well as in America, snow 
storms sometimes work havoc with telegraph lines. The 
speaker mentioned cases of 30 or 40 miles of line down in 
a single stretch. The speaker favored iron wire in the 
open country, regarding copper as too costly. Besides 
that, copper is very difficult to handle, and it is neces- 
sary to have careful linemen. Electric locking of block 
signals is now in effect throughout the lines of the Met- 
ropolitan Railway. That road also has elaborate protec- 
tion at crossovers) though apparently by track instru- 
ments and not by rail circuits). The speaker favored the 


Fig. 21.—Articulated Engine, Designed byM. A. Mallet. 


‘‘signal off,” “light in” and “light out,” all with one 
wire, and with a battery of only one cell. Mr. Fletcher 
also has in use 250 expansion tubes for operating light 
indicators, which he says give satisfactory service. 








The Present Status of the Compound Locomotive in 
France.—V. 


By M. MAURICE DEMOULIN, Engineer Western Railroad 
of France. 
(Concluded from page 668.) 
DIFFERENT LINES. 


Upon the several purely local lines of both standard 
and narrow gage, the compound locomotive is repre- 
sented only by some of theMallet types with two or four 
cylinders. 

TWO-CYLINDER MALLET LOCOMOTIVES. 

It is well known that M. A. Mallet, who may be con- 
sidered as the actual promoter of compound locomotives, 
is the inventor of a special non-automatic starting de- 
vice, which is probably sufficiently familiar to make it 
unnecessary to describe here. By means of this device 


thetractive power of the locomotive can be varied at 
will, according to the necessities of the case, and for 
such a time as may be required ; the engineer only allow- 
ing the compound action to be resumed at an appreciable 
interval after starting, while upon grades the engine can 
be worked with a single expansion. 

In 1876, the Mallet system was applied to three loco- 
motives on the small road running from Bayonne to 
Biarritz, and, in 1878, two more locomotives on the same 
line. These five locomotives have been in actual service 








Fig. 3.—Manning Sand-Papering Machine. 


for 1814 years, have run 1,366,000 miles, and are the old- 
est compound locomotives in actual service. 

There is only one other two cylinder Mallet compound 
locomotive in France, and that is the freight engine on 
the State Railroad, of which we have already spoken in 
last week’s article (page 668), but which we failed to 
illustrate. 

FOUR-CYLINDER MALLET ENGINES. 

The four-cylinder engine wasals> designed by M. A. Mal- 
let for service on railroads having heavy grades and sharp 
curves, requiring, on the one hand, that the locomotives 
should have their total minimum weight available for 
traction, which must be as great as possible, and, on the 
other hand, that they should have such an amount of 
flexibility as will enable them to readily pass the curves. 
These two conditions would seem to exclude each other, 
since the first requires that all of the wheels shall be 
coupled, and the second that the rigid wheel-base shall 
be reduced and swing or that pony trucks be used. 
After many inventors, of Messrs. Fairlie, Meyer and 
others, Mr. Mallet has solved the problem. 

His articulated engine, shown in Figs. 2!-22, is carried 
on eight wheels, the axles of four of which are held rig- 
idly in the frames. The other two axles, belonging to 
the Bissel articulated truck, are at the front. The four 
back wheels are coupled together and driven by two 
high-pressure cylinders; the truck wheels are also 
coupled together and driven by the low-pressure cylin- 
ders. The advantage of this arrangement is that the 
steam passing through the center plate on its way tothe 
truck cylinders is at the low pressure of from 55 to 70 
lbs. per square inch, so that the probabilities of any 
leakage is reduced to a minimum. 

The front end of the engine rests upon plates fastened 
to the truck, and some side springs that are undera 
greater or less tension, according to the service, prevent 
a lateral play. For starting, a speeial pipe permits live 
steam to be admitted to the receiver from which the low- 
pressure cylinders draw their supply, a safety valve ser- 
ving to limit the pressure. 

The pipe carrying steam to the low-pressure cylinders 
has its joint near the center plate of the truck and is 
placed back of this latter. The two are not concentric, 
so that provision must be made for a certain amount of 
longitudinal motion to compensate for the relative posi- 
tions of the two parts. Formerly they used a stuffing- 
box, but this has been replaced by a metallic joint. 

Locomotives of this type have been built from the 12- 
ton engines for the 24-in. Decanville railroads to the 84- 
ton machines for standard gage on the St. Gothard Rail- 
road. 

As an example of the articulated engines of the Mallet 
type we illustrate by Fig. 21 the last locomotive built 
by the Société Alsacienne for the Brittany system of one 
meter (3 ft. 3.37 in.) roads belonging to the Western Rail- 
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road Company. The departmental railroads, which 
operate a certain number of light roads in France, with 
a one meter (3 ft. 3.37 in.) gage, are very well satisfied 
with the operation of the compound articulated locomo- 
tives. Below is given the principal dimensions of the 
locomotives used by this company : 





Diameter of high-pressure cylinders 84 
ae “ Jow-pressure ni 4.96 °* 

Stroke of all pistons............-.0cee0-- 18.21 “ 
Se MINER ccs o5snnncsscdsacss cakbasscckvess ben 43 “ 
Rigid wheel base..... jdeepbuswonsseotastbesenvecananee 3 ft. 9.28 “* 
Total ot Erp hou b satu nwiee buseencetectevienseceeee 13 ft. 1.75 °° 
EME 555 saucacsienbon sadbesncaudbos ec Goeseuacer 89 
Length “ PT enol ed  Labepcaseevecnssnshesenesou le 10 ft. 9.92 in. 
ee RNERE DREUROD, oi cocsschactrwnaves < sassouwen 452 sq. ft. 
SE RMLs svoswbehoss Hoebsk.- Ser wuhdruss Sa0<eeesoeenee Sis. ** 
Weight in working order. Front truck............... 29,250 lbs 

er - va MU csskas.- Usncoseeseeee 25, 

eS aig = | ae okaeeeonen 54,340 “ 
RT DOWER. in icnccenvccnsccneseveseeecscsieewessoor 954 “* 


In order that the engine may work under favorable 
conditions and that there may be no alternate slipping 
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lbs. Again, two of the cylinders being placed nearly in the 
center of the engine longitudinally, diminishes very con- 
siderably the movement due to the angularity of thecon- 
necting rods, which tends to raise the front end of the en- 
gine. On the express engines of the Paris, Lyons & Medi- 
terranean Railroad with overhung cylinders at the front 
end and running at a speed of 43 miles per hour, this 
movement is more than 17,580 lbs., while with the four- 
cylinder compounds, it is only 4,873 lbs. 

To French engineers, the four-cylinder engines have a 
further advantage of being more symmetrical whether 
regarded from the standpoint of the distribution of the 
weight, the arrangement of the working parts, the trac 
tive efforts or the disturbances arising from the inertia 
of the reciprocating parts. 

Such are the main considerations favorable to 
the four-cylinder compound locomotive. To coun- 


terbalance these we have a somewhat greater com- 
plication and a slightly increased first cost, but expe- 


same committees who had them in charge this year. 
Committees were also appoiated on six new subjects. 
The following list of all the subjects to be reported upon 
at the next convention, with the names of the chairmen 
of the committees, is taken from the Proceedings of 
the association for 1896. 


Quayle, C. & N. 
cussion of the report for 1896 was made the first order of 
business for 1897. Members who can do so are requested 
to co-operate with the committee by experimenting upon 
its conclusions and reporting to the committee, which 
will report further to the convention of 1897 as intro- 
ductory to the discussion. 


W., Chicago, Ill., Chairman. 
roads to conform or disprove its recommendations in 
the report of 1896, and to report the results to the con- 
vention of 1897. 


Lines, Fort Wayne, Ind., Chairman. 


and Steam Passages.—Robert 


Exhaust Nozzles 
The dis- 


W., Chicago, I1)., Chairman. 


Counterbalancing Locomotives.—E. M. Herr, C. & N. 
To designate a number of 


Pennsylvania 
To advise the 


Truck Swing Hangers .—G. L. Potter, 



































of the two groups of wheels, the average pressure upon 
the small and the large pistons should stand in the ratio 
of three to one; the ratio of volume of the cylinders be- 
ing about 1 to 2.3. These conditions are fufilled in the 
regular service; the pressure ratio varying from .29,to .34 
according to the point of cut-off, or standing at an aver- 
age of 0.33, There are, at the present time, 65 Mallet 
compound locomotives at work upon the railroads of 
France. 
RECAPITULATION. 

Total number of compound locomotivesin use in 
France on Dec. 31, 1895, including those in course of con- 
struction: 

THE LARGE RAILROADS WITH A GAGE OF 1.45 M. (4 FT. 





9.08 IN.). 

——Number of engines—~, 

Name of road. Passenger. Freight. 
ORs oa ccedscecseccessanencenecece 42 24 
ae errr rer 38 0 
COED 60. 000 00950:0n009000000 0 2 
Paris, Lyons & Mediterranean. 45 94 
SNR suc ctinssas .<+ wosekobiveane 3 2 
San cbnsess00e<' ooesevenes concn 0 1 

DUAL cc.cacunisoaeeecenessesumyente 128 _ 123-251 


FOR LIGHT RAILROADS MINES AND SHOPS. GAGES FROM 


23.6 IN. TO 4 FT. 9,08 IN. 


Two-cylinder locommotives.........s.see00 oes PT eT 5 
Four-cylinder articulated locomotives ..................00e. 65 
MURA Sc culeus nisns sew awennbpesseduasebbawsebelonsmasbunetensse®© 70 


The total number of compound locomotives of all kinds 
in France is 321, of which 309 are four-cylinder, 4 three- 
cylinder and 8 two-cylinder. 

CONCLUSIONS. 

From what precedes we can draw some interesting 
conclusions : 

1,—The compound system is extending rapidly on loco- 
motives in France, and this is especially true for high- 
speed passenger and fast freight trains, 

Il.—This extension is especially true of the four- 
cylinder type, both of the Mallet articulated construc- 
tion intended for light railroads with an undulating 
profile, and for trunk lines like the Northern and the 
Paris, Lyons & Mediterranean roads, where the two sets 
of cylinders drive different axles. 

On the whole the compound system seems to 
be rather better adapted for increasing the available 
power of the machine and diminishing the consumption 
of water and thus increasing the length of the run be- 
tween stops than of actually reducing the expenses of 
motive power. ‘The general adoption in France of the 
four-cylinder compound locomotive, which are some- 
what more complicated and expensive than the others, 
is done for technical and practical reasons that it may 
be well to consider. 

If the two-cylinder compound system was adopted for 
locomotives as powerful as those that are now being 
built in France for hauling express trains, it would be 
necessary to use very large cylinders and to make the 
other parts of the mechanism proportionately heavy. 
It would also be necessary to make the low-pressure 
cylinder at least 31.5 in. in diameter, which would hardly 
allow sufficient clearance for permanent structures 
along the line, besides being of dimensiuns that are 
hardly applicable to express locomotives. As for the 
Woolf system, while it permits of a reduction being 
made in the diameter of the cylinders, there is no means 
of reducing the size of the working portions or modity- 
ing the effects of the inertia of the reciprocating parts. 
Furthermore, it is well known that this type of com- 
pound engine is much less economical than those having 
an intermediate receiver. With four cylinders and each 
pair driving different axles the motive power is divided, 
reducing to a great extent the size of the moving parts 
and thus lessening the strain on the axles. For 
example, taking the overweight of each wheel upon 
the rail of the Paris, Lyons & Mediterranean express 
engines at a speed of 43 miles per hour, the use of four 
cylinders permits this to be reduced from 9,497 Ibs. to 3,016 




















rience in actual service seems to prove that, in France at 
least, there is no increased expense in maintenance or 
consumption of oil due to strains and the slight wear 
to which the moving parts are subjected. It may also 
be remarked that the complication in this instance con- 
sists merely in the multiplication of parts that are very 
simple in themselves which are thoroughly understood 
by the engineers. 

Finally, the French railroad companies which have 
adopted the four-cylinder locomotives have done so with- 
out any preconceived prejulices, and after having 
weighed all the pros and cons and considered its disad- 
vantages as well as its advantages. The latter have ap- 
parently outweighed the former, and these companies 
have adopted the system in question only after a careful 
examination and after having conducted numerous ex- 
periments which have proved to them that they are not 
paying too dearly for these advantages by admitting a 
certain amount of complication into the construction. 








The Q &C Hoyt Flush Car Door. 


The engraving shows the new Hoyt flush car door, 
which is being brought out by the Q & C-Company. 
There are several new features, the first of which is an 
absolutely flush door, hanging from the top, without a 
bottom rail of any kind. This does away with danger 
of injury to the door at this point, besides reducing the 
weight and number of fixtures nearly one-half. 

The parts needed at the top of the door are two hang- 
ers, the track and the track brackets, and the only parts 
used at the bottom of the door are a sliding guide 
bracket and catch which recedes into the sill of the car 
as the door closes. This is a novel feature in itself, 
which has been found to be thoroughly practical, as 
nothing projects from the side of the car to be 
knocked off. 

The locking device at the rear edge of the door is of 
such a design as to make it necessary to break the seal 
before the car can be entered. Besides this it acts asa 
lever to throw the door into place and hold it there. It 


and to make recommendations in regard to the technical " 
education of shop apprentices. 


J. N. Barr, C., M. & St. P., 
Should the metal for valve seats and valves be the same 
or different ? 


jacket of planished iron, or a boiler jacket of common 


ance, first cost and cost of maintenance to be considered. 


noke, Va., Chairman. For engines in both passenger ser- 


by air motors and what is the relative convenience and 
economy of air motors, electric motors and steam motors 


shape of the cutting edges of the drills, reamers. etc., be 
different from the shapes used in ordinar 


—G. W. Rhodes, C., B. & Q., Aurora, Il., Chairman. 


Western the following remarks by the President, Mr. 


pres angle for swing beam hangers in locomotive 
trucks. 

Locomotive Grates.—H. Wade Hibbard, Lehigh Val- 
ley, South Easton, Pa., Chairman. What kind of grate 
is most suitable for burning anthracite coal, the cast- 
iron shaking or the water bar ? 

The Apprentice Boy.—W. F. Bradley, Ann Arbor, 
Owosso, Mich., Chairman. To recommend a course of 
shop training for apprentices in the locomotive shops, 


Best Metal for Cylinders, Valves and Valve Seats.— 
Milwaukee, Wis., Chairman. 
What kind of metal, hard, medium or soft, should be 
used in locomotive cylinders, valve seats and valves? 


Boiler Jackets.—A. E. Mitchell, Erie, New York City, 
Chairman. Which is the most economical, a boiler 


sheet iron or sheet steel;painted? The general appear- 


Ratios of Grate Area, Heating Area and Cylinder 
Volume.—G. R. Henderson, Norfork & Western, Roa- 


vice and freight service, and whether burning anthracite 
coal or bituminous coal,what should be the ratio of grate 
area to heating surface and to cylinder volume ? What 
should be ratio between diameter of cylinder and length 
of steam port ? 

Piece Work in Locomotive Repair Shops.—P. Leeds, 
Louisville & Nashville, Louisville, Ky., Chairman. Is 
it practicable and advisable to apply the piece-work sys- 
tem in connection with locomotive repairs? What is 
the best method of arriying at the prices for the differ- 
ent operations ? 

Motors: Steam, Air and Electricity.—J.H. McConnell, 
Union Pacific, Omaha, Neb., Chairman. In a locom>- 
tive repair shop what class of work can best be performed 


for such work? When such motors are used should the 
ractice ? 


Revision of the Air-Brake and Signal Instructions. 








Agricultural Prices and Cost of Transportation. 


We take from the annual report of the Chicago Great 
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The Q & C, Hoyt Flush Car Door. 


will throw a badly sprung door into its place with but 
little effort, making a storm-proof door. 


Committees of the Master Mechanics’ Association. 








At the last annual convention of the American Rail- 
way Master Mechanics’ Association, held last June in 
Saratoga, the usual‘committees for conducting the busi- 
ness for the ensuing year were appointed. Some of the 
subjects to be reported upon and discussed at the next 
annual convention have been carried over from the Sara- 
toga convention, and those subjects, with the exception 
of ‘* The Apprentice Boy,’’ are left in the hands of the 


. ing certain products of the farm. 


A.B. Stickney, on the inevitable limits of rates for carry- 
He proposes to 
try to meet the inevitable by reducing the cost of trans- 
portation rather than to try to raise rates. 


The more the transportation problem is studied, the 
more evident it appears that the present low rates are 
unavoidable and that railroads must look for increased 
net earnings from a reduction in the cost of transporta- 
tion, rather than from increased rates. As this proposi- 
tion is contrary to the theory held by many to the effect ‘ 
that railroad companies, if their managers stand 
honestly together, can charge and collect higher rates, 
the directors feel that they should support their asser- 


tion by facts. : 
It will be sufficient to consider the rate on corn, which 
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is the largest agricultural product. The average yield 
of corn in Kansas and Nebraska, taking the fat and the 
the lean years together, is about 30 bushels to the acre, 
and the average market value in Chicago is about 30 
cents per bushel (56 lbs.), and the average rate of freight 
to Chicago is 25 cents per cwt. The cost of buying the 
corn at the country station is not less than one cent per 
bushel, the elevator charges at ——- are % of a cent 
ad bushel for the first 10 daysand \ of a cent per 

ushel for each subsequent 10 days’ storage, and the 
dealer should have %¢ of a cent per bushel for profits, 
interest and commissions. 

These figures make the cost of getting a bushel of corn 
from the country station in Kansas and Nebraska to 
Chicago, including freight and charges, 163, cents, which, 
deducted from the average price in Chicago, leaves net 
to the producer only 13% cents pd bushel, or say $4.08 
per acre. At the present price of corn in Chicago, about 
23 cents, it leaves net to the producer only 6% cents per 
bushel, or $1.98 per acre. For these acre prices the corm 
grower must plow an acre of land, plant an acre, plow 
an acre for weeds three times over, shuck an acre, furnish 
a crib for curing, shell and finally haul, say 30 bushels 
(1,680 lbs.), several miles by team to his nearest station. 

Is it possible to reduce the compensation of the pro- 
ducer by increasing the railroad rates without depopu- 
lating the agricultural sections west of the Missouri 
River? Is it possible for men to cultivate corn for a 
compensation less than an average of $4.08, or a mini- 
mum of $1.98 per acre? The usual price for plowing 
alone is $1.50 per acre when it is done by contract. The 
statement of the facts proves the conclusion of the 
impossibility of obtaining higher rateson corn. Similar 
facts exist as to all agricultural products. 

Knowing these facts, the management of your com- 
pany have made a study of the possibility of reducing 
the cost of transportation. 

During the past two years care has been exercised in 
loading cars and trains to their full capacity, which has 
resulted in economy inthe cost of hauling. The large 
expenditure in maintenance of —— has put the 
motive power and cars in more efficient condition, 
which has also contributed to the economy of transpor- 
tation. 

In 1895 the company made a series of experiments 
which demonstrated the possibility of reducing the 
grades with a moderate expenditure of money which 
would still further reduce such cost. 

The maximum grades on this line are one per cent., or 
52.80 ft. to the mile, which is lower than any other line 
crossing the state of Iowa. The surface of the country 
is such that it is impracticable to reduce every grade, 
but by actual experiment with a train which could be 
handled on a 26 ft. to the mile grade, the particular 
grades necessary to be reduced were ascertained, and by 
reducing them it will result in a practical reduction of 
the grades on a large part of the line to the low maxi- 
mum of 26 ft. to the mile. 





Baldwin-Westinghouse Direct Connected Air-Pump. 


The economy which would result may be estimated 
from the statement that the maximum load which one 
engine will now haul over the 130 miles nearest to 
Chicago is only 700 tons, 240 tons of dead weight 
(cars) and 460 tons of pay-load; while with such a 
revision of grades as has been described, the en- 
gine load would be increased to 1,000 tons—about 350 
tons of dead weight (cars) and 650 tons of pay-load 
(freight), thus enabling each train to haul 190 tons more 
of paying load without any increase of expense. The 
average train load would not run as high, but in hauling 
the great agricultural staples this advantage can be sub- 
stantially realized. A careful examination of the pro- 
files of your line and actual experiment discloses the 
important fact that, barring a section of about 25 miles, 
it is possible to make such reduction in eastbound 
grades.on the main stem from Oelwein to Chicago (215 
miles), on the southwestern line from Keinbeck to 
Oelwein (45 miles) and on the northwestern line from 
Dodge Center to Oelwein (108 miles), in all 368 miles, 
which carries the thickest traffic, at a cost of about 
$250,000. 

Having ascertained these facts, an estimate was made 
in December of the requirements of the company for 
— expenditures. which included the estimate for 
reducing grades, and the estimate was approved by the 
Finance Committee in London, the money was provided 
and the work of reducing grades is now in progress and 
will be completed during the next fiscal year. It should 
be borne in mind that the economy resulting from these 
improvements will not be realized until they are com- 
pleted, and that pending completion, the tendency is to 
increase rather than decrease the cost of transportation, 
because the track is necessarily disturbed. 








American Public Health Association. 


The American Public Health Association held a large 
and important meeting at Buffalo, Sept. 15-18, the Presi- 
dent, Dr. Edward Licéaga, President of the Superior 
Board of Health, of Mexico, in the chair. About 35 
Mexicans were present, and many Canadians, giving the 
meeting an internationalcharacter. An extensive pro- 


gramme was presented, including car sanitation. 

The report of the committee on this subject, of which 
Dr. Granville P. Conn is Chairman, was read in his ab- 
sence, in abstract, by Dr. Charles O. Probst. The com- 
mittee is convinced that something is lacking in the 
work of cleansing railroad cars. Objection has been 


raised to the air blast on the ground that particles of 
dust carried in the current convert it into a sand blast 
and abrade polished and varnished surfaces. This ob- 
jection should be met by intelligence in using the blast. 
The committee disapprove the practice of locking up 
cars immediately on reaching a terminus, as thorough 
airing is a prime essential in sanitation. They also dis- 
approve the use of urinals and recommend dry closets. 
The necessity of instructing men in sanitary care was 
dwelt upon; and frequent inspection of cars by compe- 
tent inspectors was recommended. The report sum- 
marized answers by various railroads to a series of ques- 
tions sent out last March, but the replies were not con- 
sidered by Dr. Probst to be of much value. 

Dr. Tomas Noriega, of Chiapas, Mexico, read a paper 
on ‘* Possibilities of Contagion of Venereal Diseases in 
Railway Cars,” in which he mentioned the case of a rail- 
road employee who contracted blenorrhagic ophthalmia 
by washing his face in a Pullman car, entailing the loss 
of his right eye; and other similar cases. 

Dr. Valentine, of New York, gave other instances, The 
Red Star Line of steamship provides each passenger with 
a fresh wooden cover on entering a water closet, and it is 
disinfected after each use. On the continent of Europe, 
soap, combs and brushes are not provided free for 
passengers, but are provided at small expense, thus 
promoting cleanliness and better sanitation. 

Experiments are in progress at Washington to throw 
light on the danger of infection of tuberculosis in cars. 
Air is taken from coaches on arrival at terminal points 
and tested. Inquiry is also made into the purity of 
water supply of the coaches. 

Officers elected are: President, Dr. H. B. Hornbeck, 
of Charleston, S.C.; Treasurer, Dr. Henry D. Holton, 
of Brattleboro, Vt. 








Brake Apparatus for Electric Locomotives.” 





On electric locomotives either the compressed air or 
vacuum brake may be used. The brakes are applied by 
means of levers and air cylinders, as usual. The engi- 
neer’s valve is of the standard Westinghouse type. It 
has an additional connection, so that when the handle 
of the brake valve is placed in the emergency position 
for a sudden stop, the air is admitted to a small pipe 
leading to the main circuit- 
breaker. Thisair opens the 
circuit-breaker and cuts off 
the electric current, so that 
the movement of one handle 
not only .applies the brake, 
but shuts off the current, so 
asto give the highest pos- 
s ble degies of safety. In 
addition, there is provided 
a reversing switch for the 
motors, so that they can be 
made to stop the locomotive 
or train by backward pull. 

The automatic air-pump is 
driven by electricity; the 
pump is of the most im- 
proved Westinghouse type. 
The electric motor which 
drives the pump is direct- 
connected and without 
gears. The gearless motoris 
used on this pump to 
avoid the disagreeable sounds which are found 
to be objectionable in geared air-pumps. The accom- 
panying engraving shows the general features of the 
design. 








The Walrand-Legenisel Steel-Casting Process. 





The Walrand-Legénisel process, now for some time in 
successful operation in this country as well as in Eu- 
rope, consists in an addition to the Bessemer process, 
with the object of obtaining quiet and more fluid steel, 
and, as a result, sound castings and ingots. This is done 
by adding ferro-silicon at the time of flame-drop in the 
ordinary Bessemer operation, and then making an after- 
blow. 

The rapid combustion of the silicon, with its high 
calorific power, perceptibly raises the temperature of 
the steel just before pouring, and the steel making 
operation is finished by the combustion of the silicon to 
a slag, instead of that of carbon toa gas. The fluidity 
of the steel from this extra operation is so great as to 
make possible very small and intricate castings, and the 
higher temperature permits of the extra time taken up 
in pouring, without the formation of skulls in the 
ladles. 

The details of practice vary considerably at the dif- 
ferent works where this process is employed, but the 
features in common are these: The vessels employed 
are the usual type of bottom-blown Bessemer convert 
ers. These receive the pigiron in the ordinary way and the 
blowing is continued until about the time of flame-drop 
when the vessel is turned down and ferro-silicon (con- 
taining from 10 to 12 per cent. of silicon) is added. An 
after-blow is then made, the time for terminating which 
varies at the different works. After this, ferro-man- 
ganese or spiegel is added to the vessel for recarburiz- 
ing, and the steel is poured into large !adles on cranes, 
or small hand-ladles, according to the nature of the 
work. The blowing is generally controlled, as in the 





*From the Baldwin-Westit ghouse Catalogue of Electric 
Locomotives. 


ordinary Bessemer operation, by means of a spectro- 
scope. 

At the works of Eugene Legénisel {in Paris, in blow- 
ing, the converter is turned down the first time, just 
before the flame-drop, so as to leave enough carbon to act 
as an index in the spectrum of the after-blow. At the 
Creuzot works of the Messrs. Schneider there is one 1,500- 
lb. converter. The steel scrap is added directly to the 
converter, and the ferro-silicon and the ferro-manganese 
are heated red but not melted before using. The vessel 
is turned down earlier in the after-blow than at Paris, 
and the aim is to leave 2 per cent. of silicon in the steel. 
The Potter & Hollis Foundry Company, Chicago, has 
had for several months one 1,500-lb. converter in opera- 
tion, and another is now being added. The steel scrap 
is added entirely to the cupola mixture and the ferro- 
silicon and spiegel are added molten. The blowing is 
controlled practically as at Paris. The most important 
change in practice is in the blast-pressure : on the Con- 
tinent very high pressures being employed—up to 30 Ibs. 
per sq. in. while at Chicago not over 10 lbs. has been 
used. 

The steel made by this process is satisfactory in every 
respect. Entirely sound castings as well as ingots are 
obtained of any size, up to the capacity of the vessel, and 
the steel shows high results under physical tests. 








The Fastest Train in Germany. 
BY J. PEARSON PATTINSON. 


The best train service in Germany is that between 
Berlin and Hamburg, the most important seaport of the 
Empire. The track between the two towns is very 
favorable for fast running, being without curvature of 
aserious natureand having very easy gradients. The 
rolling stock is also ef the best description and many of 
the trains are vestibuled from end to end. The complete 
service between the Lehrter station at Berlin and the 
Klosterthor station at Hamburg comprises the follow- 
ing trains attaining or exceeding an inclusive speed of 
40 miles an hour: 











Hamburg to Berlin. 

















Berlin to Hamburg, 177% miles. 
Time on . | Time on 
Depart. | Arrive. journey. Depart. yale journey. 
SS er | 
6:30 a.m.| 10:6 3hs.36m.;|/ 9:0 a.m.| 12:55 3 hs. 55m. 
9:0 a.m. 1:4 4hs. 4m.|| 12:55 p.m.| 4:33 | 3 hs. 38m. 
12:50 p. m. 4:26 | 3hs.36m.|| 4:50 p.m.) 8:40 3 ha. 50 m. 
7:20 p. m. 10:56 | 3he.36m.|| 8:20p.m]| 11:58 | 3 h-. 38 m. 








The train tested was the 12:50 p. m. from Berlin, and 
the subjoined table gives complete details of the run 
ning. Curiously enough, although the speed for the 
whole distance works out at 513¢ miles an hour, yet, so 
even was the running, that a speed of 60 miles per hour 
was only exceeded for about three kilometers in the 
whole run. The pace was a steady 55 miles an hour 
nearly all the way when clear of stopping stations. 








Berlin to Wittenberge........ ) 126.9 km. in 92 min. ) 286.3 km. 
Witteabergeto Friedrichsrub 7133.1 * 9% “ +orl77%4m. 
Friedrichsruh to Hamburg..) 263 “ 2 “ in 207 mip. 

























al 
Distance, . Due times, —_ 
kilometres Stations. D. m. b. m. 8 
Berlin (Lehrter) dep..... 12.50 12 51 *4 
Jungfernhaide..... : 12 57 23 
11.8 |Spandau... 12 8 
20.5 Seegefeld.. 1 8 59 
23.2 Finkenkrug 1 10 47 
35.5 Nauen...... a 119 0 
42.3 Berger Damm........-.-- 1 23 31 
49.1 Paulinenaue...... mance 12 3 
61.8 SRE 1 36 56 
75.6 1 Se 1 46 38 
83.7 Mac cian<acadecexcs 1 52 57 
92.4 I itcccuasdectaacaas 2 0 Ww 
102.1 MEO ied casedssazexecee 2 5 58 
113.1 Wilsnack......... Pr — : & © 
: arrived... 3 2 
126.9 Wittenberg. { Separted. {3:30} {3 30 } 

136.0 a a | 2 38 22 
144.6 KarmSdt..........-- 4 2 44 2 
155.1 W endisch-Warnow. 2 5 32 
163.5 Grabow...... - 2 57 20 
171.1 Ludwigslust...... 3 2 2: 
181.0 Jasnitz....... $ 23 
192.2 MIE ciicccacaeses soe 317 0 
208.0 |Pritzier.....-+.-++.++ | 3 24 25 
2119 GG RMMGEE cc cccccccensess 3 30 40 
225 3 ERIE... «.. cc cccescces | 3 39 59 
232.9 Sehwanheide............ | 3 45 4 
239.3 0 eee | 3 50 17 
244 5 MR iiccccsccccvtececes 354 7 
249.7 Schwarzenbek.......... | 3 5 J 
Paaen Special stop | j4 & 3 

260.0 Friedrichsruh.. jto set down +! 
ep... . /oassengers. la 6 k 

Hamburg (Kloster: ho:)| | 
286.3 SM vasdciccanadasscrsosd) 4.26 | 4 46 10 











train as far as Wittenberg, and engine No. 462. thence 
to the end of the trip. These engines have four-coupled 
bogies, and drivers about 614 ft. in diameter, four- 
coupled. The load consisted of four corridor eight- 
wheel bogie carriages and a six-wheel van, a total of 
133tons. The train ran slowly through Spandau and 
over the drawbridge at that place, also through the 
suburbs of Hamburg. 








Boston Subway Contracts. 

The Roston Transit Commission, Hon. G, G. Crocker, 
Chairman, has advertised for bids, to be received until 
Oct. 6, for the construction of Section 8 of the subway. 
This section is in Hanover street between Court and 
Washington streets. The amount of excavation will be 
about 14,000 cu. yds.,and the amount of iron and steel to 
be furnished about 310 tons, 








THE RAILROAD GAZETTE. 


[Ocr. 2, 1996. 











BSTABLISHED IN APRIL, 155). 


Published Every Friday, 
At 32 Park Place, New York. 


EDITORIAL ANNOUNCEMENTS. 





Conttibutions,—Subscribers and others will materially 
assist usin making our news accurate and complete 
tf they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, oryanizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments tn the construction of roads 
and machinery and railroads, and suggestions as to 

* itsimprovement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 








Chaos in the West. 





The withdrawal of two strong lines from the West- 
ern Freight Association discloses a state of affairs not 
very encouraging. The Vice-President of the Atchi- 
son, in his letter of withdrawal, says that he joined the 
association largely because urged, though his road had 
been just as careful incarrying out the regulations of 
the association as lines that were members. ‘‘We have 
been extremely disappointed in the result. .The West- 
ern Freight Association agreement is being violated 
every day by the issuance of independent and unau- 
thorized tariffs and other irregular methods, in conse- 
quence of which we see nothing to be gained by further 
continuing our membership. If the time ever comes 
when there is apparently a desire on the part of our 
competitors to enter into an agreement and carry it 
out honestly and literally, we shall be glad to join 
them.” Equally strong is the language used by the 
freight traftic manager of the Rock Island. He says: 
‘The only feature of the agreement that has ever 
been of any substantial benefit is the one which re- 
quires all lines before making reductions in 
rates . . . to present the same for considera- 
tion in the regular meetings. The abandoment of 
this method of making rates is an abandoment of the 
agreement, and we can see no possible advantage in 
continuing. . . .” 

It has been apparent a good deal of the time for the 
last year that most or all of the Western agreements 
were being honored more in the breach than in the 
observance. - When the ‘‘ Southwestern Missouri 
River Lines" agreement was formed about a year ago 
it was thought that at last an agreement was had 
which would be kept. It soon developed that the per- 
centages determined upon and attempted to be made 
were not satisfactory to all the lines, and when the 
time came to ‘‘even-up” by diversions of freight, some 
of the members flatly refused to divert, and the agree- 
ment collapsed. Afterward it was given out that the 
presidents had taken the rate-making power out of 
the hands of their subordinates, and this was to rem- 
edy all existing evils. This plan worked very well 
for a little while, after which nothing was heard of 
it. Since then a go-as-you-please state of affairs has 
prevailed, and the only thing that has preserved even 
a semblance of order has been the persistent ‘‘ per- 
sonal appeals” of the chairman. 

It seems now more than ever likely that, until it is 
possible to pool, either with or without governmental 
regulation, there will be no stability of rates in this 
territory. An officer of one of the roads, whose 
knowledge of traffic affairs in that region must be in- 
timate and complete, says ‘it is foolish for any one 
to attempt to delude himself into a belief that 
any ‘upon-honor’ agreement will be honestly 
observed; the sooner the managers admit 
this and turn their attention vigorously to the task 
of educating legislators and the public in the line of 
an amendment to the law permitting pooling, even 


though it be under the supervision of the commis- 
sion, the sooner the roads will be able to conserve 
their revenues and the public to obtain the benefits 
of stable and just rates.” 

The Southwestern agreement (Covering Texas 
traffic), modeled after the Joint Traffic Association, 
appears to be highly successful;but no one seems to 
hiive very strong hopes that that plan could be so 
readily carried out in the more unmanageable terri- 
tory farther north. In the Southwesta rigid agree- 
ment works well because the problems are compara- 
tively simple ; in the East it is successful because the 
chronic causes of difficulty have been longer studied, 
because the roads havea larger proportion of non- 
competitive traffic, and for other reasons. Still, it is 
to be hoped that the Western men will keep up their 
study of the methods which the New York Board of 
Managers has made so effective. 








A Heat Test for Car Wheels. 





It has for a good while been more or less obvious to 
some observers of the matter that the drop test of 
car wheels is often inadequate, if not misleading. A 
large percentage of failures by fracture. that is, of 
the failures which are positively dangerous, are due 
to the heating of wheels under the application of 
brakes on long grades. Within a year the Pennsyl- 
vania Railroad had an experience of broken wheels 
under ore cars coming down the grade west of Al- 
toona which accentuated this matter and led to an 
effort now being carried on at Altoona to arrive at a 
set of tests and specifications which may replace the 
drop test. 

To make the test the wheel is laid on the sand, 
flange down. Sand is then molded around the wheel, 
leaving a groove about 14 in. wide between the tread 
of the wheel and the sand. Into this groove melted 
metal is poured and a record is made of the way in 
which the wheel breaks under the heat of this metal, 
if it breaks at all, and also of the time elapsing be- 
tween completing the pouring and the fracture. 

Many wheels have been tested this way. We have 
no exact report at hand, but judge that the number 
already tested must reach something like two hun- 
dred. These wheels were taken at random from many 
different makes and among them were included 30 or 
40 Altoona wheels ; in fact, the Altoona wheels tested 
have been considerably more numerous than those of 
any other one make. The results so far have shown 
that the Altoona wheels endure the test far bet- 
ter than any other make tried. We are not at liberty 
to give the precise percentages now, but in some cases 
all the wheels of other makes have broken, and in 
most cases more than 50 per cent. have broken. 
Speaking from memory alone, we should say that the 
breakages among the Altoona wheels have been less 
than 10 per cent. 

We are not attempting now to make an accurate 
report of the results of this study, but merely to call 
attention to the fact that it is going on. and to the 
main results, which are that a fairly good iron, fairly 
well treated, will endure this critical test, and that 
iron which will stand a good drop test may not en- 
dure the thermal test at all. Analyses of the wheels 
tested have been made, and the summing up of the 
results will show, if possible, the relations between 
frequency of breakage, time which the wheels stand 
the test before breaking, and components of the 
metal. To make the study conclusive, that is, to 
make any safe deduction as to the relation between 
the chemistry of the metal and its endurance, will 
naturally require many observations and cureful 
treatment of the results of tests and analyses. 

It is the present purpose of the Pennsylvania Rail- 
road Company to prepare specifications of thermal 
tests which cast-iron wheels bought by that company 
must endure. It seems now as if these specifications 
would provide for taking a certain percentage of 
wheels at random from each day’s run and fixing the 
minimum of time which must elapse after the pour- 
ing before the break. It is very possible that if a 
wheel stands three and a half or four minutes before 
breaking it will be considered to pass the test, the 
idea being that this will indicate a quality of iron 
which will hold until the heat from the applied brake- 
shoe is distributed through the mass, thus avoiding a 
fracture from heating on a grade. 

Naturally the possibility of having to face tests of 
this kind is somewhat alarming to some of the wheel 
makers, and probably none of them would be willing 
to furnish wheels which will endure the test at pres- 
ent current prices. At least one company has ex- 
pressed its willingness to make wheels to pass this 
test for an increased price. We believe that no such 
series of tests has ever been made before, although 
we are told that some years ago thermal tests were 
tried on the Denver & Rio Grande, but we are not in- 
formed as the conclusions reached from those tests, 


The subject is so novel that we do not venture to ex- 
express any opinion, but call attention to what is 
going on at Altoona in order to bring out, if possible, 
the knowledge and experience which others have hid- 
den away. 








Some Speculations About the Economy of Locomo* 
tives Under a Variable Load. 





Prof; R. C. Carpenter, in a paper before the Ameri- 
can Institute of Electrical Engineers, May 17, 1898, 
has presented two formule from which the economy 
of the steam engine, not including the boiler, due to 
variation in load, can be calculated. The basis of 
these formule is taken to be a “standard engine,” 
which is assumed to be one which utilizes all the 
available heat within the limits of the temperature 
of the entering steam and exhaust. 

Upon this basis the steam required by the “‘ stand- 
ard engine” per I. H. P. per hour becomes 

: ei © 
a (K—Q) 

In which 2545 is the equivalent of one horse power 
for one hour in B. T. U., 7 is the absolute tempera- 
ture of the entering steam and ¢ the absolute tempera- 
ture of the exhaust steam, K is the total heat of the 
entering steam and Q the heat of the liquid of the 
exhaust steam. 

In the paper originally referred to the quantity 
fal is inverted in the formula for P, but as the re- 
sults show the formula has been correctly used, the 
error is doubtless typographical. 

The two formu'e used are designated respectively 
“A” and “B.” In formula ‘‘ A” it is assumed that 
the various wastes in the cylinder vary as the square 
roots of the ratio of the variation in loading. Form- 
ula ‘‘B” isa logarithmic function which was chosen 
by Professor Carpenter after a series of trials. In 
both formule the steam used by the real engine in 
excess of that required by the standard is considered 
as waste. 

Let m = the indicated horse-power of the engine for 
most excellent results. 

w = the steam actually used per I. H. P. per hour, 
when engine is developing m horse power. 

P = the steam required for the standard engine per 
I. H. P. per hour under same conditions. 

b = least waste of the engine = w — P. 

nm = the horse power of the engine for which the 
steam consumption is required. 


m 
‘== for power less than m, 


n 
ric mir power greater than m. 


y = steam consumption per I. H. P. per hour. 

Then, 

y2P4+by4a.... 
= Se eT 

y= P+ by / t+ Uae *) Rabies ian ae 


One naturally is curious to see the shape of the 
curves that result from applying these formule to 
conditions prevailing in modern locomotive cylinder 
practice, manifestly the boiler not included. Suppose 
195 lbs. absolute pressure be taken for the initial steam 
pressure and 25 lbs. of water per I. H. P. per hour as 
the lowest value for w when the back pressure is 14.7 
lbs. If equation (C) besolved under different assump- 
tions for back pressure, say }4.7, 16, 18, 20 and 21 Ibs. 
absolute, the following table shows the values that 
will be obtained for P, using the various assumptions 
for back pressure: 

TABLE 1.—POUNDS DRY STKAM PER I. H. P PER HOUR RE- 


QUIRED BY STANDARD KNGINE, 
Ini ial steam pressure 195 lbs, absolute. 7’ = 840.81 deg. 








Dry steam per H. P. per 


Back pressure. Leena an hour required by standard 


Los, absolute. 








epgine = 
14.7 673.2 12.7 
16 677.5 12.9 
18 683.6 13.6 
20 389.1 141 
21 691.8 14.2 











Table II. gives for each of these values of P, using 
formule (A) and (B), the water consumption per 
I. H. P. per hour when the load is varied from one- 
tenth best load to twice best load; namely, when n is 
equal to .10, .25, .50, .75, 1.00, 1.25, 1.50, 1.75 and 2.00 
times best load, giving respective values of a, of 10, 
4, 2, 1.38, 1.00, 1.25, 1.50, 1.75 and 2.00. 

In Fig. 1, A A shows the curve from the calcula- 
tions using formula (A) with 14.7 lbs. absolute for 
the back pressure, BB being results obtained when 
21 Ibs. was used. ° 

Fig. 2 ina similar manner shows the curve from 
the calculations obtained by the use of formula 
(B), CC being obtained by the assumption of 14.7 
back pressure and DD 21 lbs. 
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EE and FF are ourves for comparison and are the 
same in both Figs. 1 and 2. 
EE shows the results of variable speed tests made 








TABLE Il. 





Steam consumption per Steam consumption per 
De fe z- per hour. LB. PB. i. ay eee. 


Ratio = 20. Ratio w = 
x. x. s = 








A B A B 








Back presstre 14.7 lbs; Back presstre 16 Ibs. 





10 51.7 806.5 10 52.4 817.9 
4 37.3 39.3 i 37.9 39.9 
2 30.0 27.7 2 30.3 28.2 
1,33 26.9 26.1 1,33 27.3 26.5 
1 25 25 1 25.4 25.4 
1.25 26.5 25.9 1.25 26.9 26,3 
1.5 27.8 26.5 1.5 28.2 26.9 
1.75 29.0 27.1 1.75 29.4 27.5 
2 3u.1 27.7 2 30.3 28.2 





Back preseure 18 Ibs. w = 26.8.) |Back pressure 201bs. w = 27.8, 






































10 55 3 863.7 10 57.4 886.4 
4 400 42.1 4 41.5 43.7 
2 32.2 29.7 2 33.4 30.8 
1.33 28.8 28.0 1,33 29.9 29. 
1 26.8 26 8 1 27.8 27.8 
1,25 28.4 27.7 1,25 29.4 28 8 
1,5 29.7 28.4 1.5 30.8 29.4 
1.75 31.0 29.0 1.75 32.2 30.1 
2 32.2 29.7 2 33.4 30.8 

Steam consumption per I. H. P. per hour. 
Ratio z. 
A B 
Back pressure 21 Jbs. w = 28.3. 

10 58 4 909.3 
4 42.2 44.5 
2 34.0 31.3 
1.33 30 4 29.6 
1 28.3 28.3 
1.25 29.9 29.3 
1.5 31.4 30.0 
1.75 32.8 30.6 
2 34.0 31.3 














on the locomotive Schnectady, at Purdue University, 
and are taken from a paper by Prof. W. F. M. Goss, 
before the Western Railway Club in May, 1896, the 
numerical results being as follows : 











Ratio of Ac- 
Cut-off. Speed. Steam per I. 
Ins. |Mi. Per Hr. I. H. P. H. P. per Hr. tual to Best 
Load. 

6 15 190 28.9 Af 

6 25 223 28.1 .52 

6 35 298 26.9 69 

8 35 431 26.3 1.00 

10 35 501 30.1 1.16 




















The boiler pressure for the Purdue tests was 144.5 
absolute. 

The curves FF are results of tests made by Profes- 
sor Carpenter on. a compound condensing engine, 
which were published in the paper before the Ameri- 
can Institute of Electrical Engineers before referred 
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Fig. 1. 


to. The steam pressure was 125 Ibs, absolute and the 
back pressure 5 lbs. Other curves are given in the 
paper, the results of tests on a number of stationary 
engines, but we reproduce but the two shown, as the 
others are similar in form. 

The similarity in the form of the curves AA, BB, 
CC, DD, and FF shows that the formule, when ap- 
plied to the steam cylinder operation of locomotives, 
gives results approximating closely im variation to 
actual results obtained from stationary engines. 
Considering the engines of a locomotive apart from 
the boiler, the formule indicate that the changes in 
economy as the load varies are similar to the changes 
found with other steam engines. 

The portion of the curve EE for less than the best 
load conforms closely to the form of the other curves 
plotted, but above the most efficient loading the effi- 
ciency of the Purdue engine is much lower than 
would be expected from the calculated results. If 
these tests were more complete, no doubt the reasons 


for this would appear. From the Purdue tests it was 
possible to obtain but one point in the curve above 
best loading. During this test the engine was devel- 
oping its maximum power, which, being determined 
by the capacity of the boiler, means that the maxi- 
mum amount of steam was being furnished the 
cylinders, the cut-off, in this case, being 10 in. Lo- 
comotive cylinders operate very badly at ordinary 
speeds when the cut-off is increased much above 25 
per cent. 

Considering dlone the cylinders of a locomotive at 
constant low speeds, the formulz as given by Pro- 
fessor Carpenter may apply closely to actual practice, 
but when for high or even medium speeds, or with 
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Fig. 2. 


the boiler included, there is a wide departure in the 
direction of less efficiency. This is the principal les- 
son to be drawn from this comparison and perhaps 
the only useful one. 

The usefulness of these formule is to furnish a 
rough estimate of the relative efficiency of engine 
cylinders under a variable load when only sufficient 
data is at hand to give the best water consumption. 
The initial and back pressures being known, a curve 
can then be calculated which will show the relative 
efficiencies under different loads. Such curves assist 
in eliminating many troublesome factors and will 
help one to avoid erroneous results and wrong con- 
clusions about steam cylinder performance. 

Locomotives in operation under a variable load 
measured in horse power differ in action in an im- 
portant way from stationary engines. With the 
stationary engine the speed generally remains practi- 
cally constant but with the locomotive the speed 
generally changes with the power and often the 
change is very great. It is not possible to get the 
greater horse powers from a locomotive without high 
speed and the lower powers are obtained generally at 
low speed. This must be borne in mind when draw- 
ing conclusions about the comparative change in 
economy of a locomotive under a variable load. 








Expenditures for Improvements on the Chicago 
Great Western. 





A good many miles of the lines now forming the 
Chicago Great Western were built about 10 years ago, and 
as the construction work was done under conditions re- 
quiring great economy and considerable improvements, 
important renewals have been needed in late years. Many 
of the facilities needed to care for and handle traffic have 
had to be provided, and track structures were wearing 
out faster than repairs could be made. As the com- 
pany’s treasury has contained more securities than cash 
receipts, renewals have had to wait on the many plans 
for reorganization which have been promulgated. 

A year or so ago the officers found it necessary to ar- 
range for extensive improvements. No balance for this 
purpose was available out of earnings, any more than in 
the earlier years of the company’s history. The last re- 
organization had not replenished the treasury with as 
much cash as had beew hoped for, and further special 
provision to secure funds had to be made. This was 
done by creating a special fund, and the company se- 
cured $1,000,000 for improvements on its five-year notes. 

It is interesting to note some of the items of expendi- 
tures which this sum will provide for. Thus, $351,000 
is required to reduce grades and for ballasting, accounts 
for which the company has spent more or less each year 
out of earnings. Last year, $42,000 was spent out of 
earnings in addition to what was charged to the special 
fund; in 1895 and 1894, $99,000 was spent, and in 1893, 
$124,500, all out of earnings. Further particulars of 
specific work of this nature, and its relation to operating 
cost, is given in the extract from President Stickney’s 
report in another column. The estimate for bridges 
and culverts is $89,000; for widening banks and 
ditches, $25,000; additional land and improvements 
at terminals, $70,000 ; and fo1 equipping 1,2U0 box cars 
with automatic couplers, $120,000, the largest individual 
item, and most of this work remains to be done. 

Summarizing the improvements made during last 
year. we find that 7,000 lineal feet of wooden bridge were 
replaced with steel on stone abutments; nearly 600 ft. of 
wooden bridges filled with earth and over 5,000 ft. addi- 


tional will be so filled this year; 71 pile bridges were re- 
newed with oak piles. A number of new buildings and 
69 corn cribs have been completed at various stations; 
real estate has been purchased at Oelwein, Ia., and at 
Leavenworth, Kan., for station grounds. Plans have 
been prepared for extensive terminals at Des Moines; 
and the building of a grain elevator at Kansas City 
with a capacity of 10 million bushels, is likely to 
be undertaken this year. During the year 433,0(0 
ties have been put in track, of which 206,000 were 
oak. In 1895, 701,000 ties were replaced, of which 
379,090 new ones were oak; over 714¢ miles of new side 
track was built during the year. In December, 1895, the 
company had equipped all its stock cars (450) with air 
brakes and couplers and 259 of its other cars. Since then 
about 100 cars per month have been so equipped and 
work will be continued at this rate during the balance 
of the year. The cost of these safety appliances is esti- 
mated at $100 a car. 








Annual Reports. 





Boston & Maine.—Like the other roads in New 
England for which we have recent reports this company 
shows largely increased earnings, and traffic movement 
in the year ending June 3, last. All items of revenue in- 
creased, and the total increase in transportation earn- 
ings is $1,088,000, or five per cent. over 1895. Operating 
expenses were greater than in 1895, but the expenses last 
year included $774,000 for new equipment and automatic 
couplers. Other extraordinary expenses amounting to 
$296,000 were also included in expenses. Net earnings 
increased over 15 per cent. 

The general results follow, the figures for 1895 includ- 
ing the Concord & Montreal: 




















Earnings: 
1896. 895. Ine. 

Passenger $9,099,273 $8,713,477 $385,796 
Express m: «+. 1,017,695 902,289 | 115,406 
Freight...... > 10,343,123 9,696,285 646.8: 8 
Gross trans, earn. «$20,160,091 $ 9.37 9,372,051 $1,088,640 

Total income.......+.... $21,145,035 $20,004,067 $1,140,988 

Expenditures: 1896. 1895, 
CMGTAE @ROMNOE i. 5 506 cc ccgwecsaccacsac $538,764 $546,615 
General expenses of transportation.... },3/0,166 1,207,840 
Passenger transportation expenses 1,754,727 1,571,038 
Freight transportation Se. ae 2,610,870 2,°64,2°61 
Motive power expenses.. aed ae 606, 153 3,428,323 
Maintenance of Cars.............seeeeee: 1, 05,036 1,12"',834 
Maintenance of way and buildings..... 2.749.561 2,940,344 
PO ee ea 408,939 307,251 
New air-brakes and automatic couplers 373,477 33,134 

Total operating expenses.............. $14,547,693 $13,580,266 
Increase in CXPeNses...........eeceesees $967,427 


In addition to the $1,060,000 expended for improve- 
ments and betterments included in operating expenses, 
$630,000 was spent on construction and real estate (mostly 
second tracking and separating grade crossings, the 
cost of the latter being $269,000), and moe to capital. 
The new equipment added included 25 locomotives, 30 
passenger cars, 645 freight cars and 44 other cars, cost- 
ing $710,586. Of this amount $200,000 was included in 
last year’s operating expenses for equipment; $101,646 
was received for old equipment sold, and the remainder 
—$408,940--has been charged to this year’s operating ex- 
pense. 

Among the larger items of operating expense are the 
following: Repairs of locomotives, $415,290; repairs of 
passenger, baggage, mail and express cars, $484,350; re- 
pairs of freight cars, $439,731; repairs of road-bed and 
track, $1,537,908; rails laid, $354,203 (less value of old 
rail taken up, and profits on old rail sold in excess of 
inventory value, $245,568), net $108,634; ties laid, 
$285,346 ; maintenance of bridges, $298,789: main- 
tenance of buildings and structures, $476,384. Bal- 
lasted of 130 miles of track, $93,496. Seventy-four miles 
of new rails and over 800,000 cross ties have been laid. 
Seven steel bridges have replaced wooden structures; 
seven freight houses and three stations were completed 
and two other stations are now building. Contracts 
have been let for large shops at Concord, N. H., and at 
Manchester a new yard is being built, and a passenger 
station is to be erected next year. The equipment of 
engines and cars with brakes and couplers has con- 
tinued during the year. Of the equipment to which the 
safety apvliance laws apply, 4,623 cars (44 per cent.) have 
been supplied with couplers, and 3,311 cars (31 per cent.) 
with air-brakes. Of the engines, 83 are partially and 
347 (52 per cent.) wholly equipped, and the entire work 
will be concluded within the date fixed by law. 

the separation of grade crossings now completed, or 
actively in progress, includes 20 crossings at 12 different 
places. The cost of the work last year was $269,000, but 
a further sum of $182,000 has been spent, and has been 
charged as sundry expenses, until final settlements are 
made with the townships. Plans for separating the 
grade crossings in the Charlestown District;of Boston, 
which will be very expensive and involves the Bostcen & 
Albany and Fitchburg, are being prepared, and actual 
work will probably begin next season. 

Certain traffic statistics for three years follow, the 
figures being in thousands (three ciphers omitted) : 





1896. 1895, 1894 
Passengers carried............ 35,132 32,380 34,384 
Passenyer-miles............+++ 507,6 9 444,496 447,534 
Ay. penpaeet peotees ama 14.4 13.7 13.4 
fare — 1.793 1.745 1.764 
Tons freight carried .. eee 10,247 8,381 7.329 
Too-miles... ......cessecseeees 676,082 535.671 469,522 
Average freight haul (mile ). 65.9 63.9 63:5 
Ton-mile rate (cents).......... 1.530 1.535 1.546 


Of the increase of 63 millions in passenger mileage, 60 
millions is accounted “or by the increase in local travel, 
The number of season-ticket passengers, and of through 
passengers decreased in each of the last two years. The 
increase in the average fare, from through and local (ex- 








688 


cluding season) was just the same, .024 cent. Freight 
traffic movement shows a larger increase in local than 
in through business. 

The increase in total tou-mileage is 140 millions, but of 
this increase the local ton-mileage contributes 78 mill- 
ions and through but 62 millions. The average local ton- 
mile rate fell from 2.578 cents to 2.404 cents in the year. 
The through ton-mile rate also fell, though not so much, 
the decline being from 1.02 cents to 0.994 cent. 

Some interesting comparisons for the three years of 
results per mile of road and per train-milg are figured 
out below : 


1896. 1895. 1894. 
Gross earnings per mile............ $12,316 $13,510 $12,853 
Gross trans. earnings per mile... 11,917 13,059 12,348 
Net sd ‘ gg gee 3.944 3,946 
Gross earnings per rev. train-mile 1.50 1.56 1.44 
Net bey a = ees 43 47 46 
Net earnings per total train-mile. 34 .37 36 








British Railroad Statistics for 1895. 

The Board of Trade returns of the working of British 
railroads for the calendar year 1895 have just been 
issued. Last year was one of marked prosperity for the 
English lines, and the growth of traffic and earnings bas 
been more than maintained so far this year. This im- 
proved showing is all the more noticeable, following a 
succession of years of falling revenue. Increasing net 
revenues had been steadily reported until six years ago. 
In 1889, the net revenue was £36,930.901. In 1890 and the 
three following years the net receipts steadily fell, and 
in 1893 were only 34.9 million pounds sterling. The turn 
upward came in 1894, when net receipts were 37.1 mill- 
ions. In 1895 they were 38 millions. The increase in net 
revenue last year over the 1893 returns is £1,115,000. 
Gross receipts, however, increased at a good rate each year 
except in 1893. In 1895 they were 85.9 millions, and in 
1889 77.0 millions, an increase of 8.9 millions. In 1889 
the ratio of expenses to total earnings, was 52 per cent., 
but in 1895 it was 56 per cent. The gross and net receipts 
and working expenditures last year were as follows: 





Gross Working Net 
receipts. exp. receipts. 
England and Wales.... £72,791,758 £41,126,298 £31,665,460 
SE a 642,28 4,864,615 4,777,671 
J 3,488,658 1,885,724 1,602,934 
£85,922,702 £47,876,637 £38,046,065 


The total receipts were £),611,871 greater than in 1894, 
and the net receipts were £943,547 greater. The Jength 
of line opened for traffic was 21,174 miles, or 266 miles 
more than in 1894. About £497,700 of the increase in net 
revenue is credited to the Scotch companies, which lost 
traffic in 1894 by the widespread coal strike. 

Passenger revenues last year increased faster than 
freight revenues. ‘The total earnings from each of these 
classes were £37,361,162 on passenger and £44,034,885 on 
freight traffic. The increase over 1895 was £966,000 in pas- 
senger revenue and but £655,000 in freight revenue. But 
the larger actual increase in passenger revenue is not an 
exceptional instance peculiar to last year. Passenger 
revenue Was 42.3 per cent. of the gross receipts in 1889, 
but in 1895 it was 43.4 per cent. In 1889, freight receipts 
were 53.3 per cent. and but 51.2 per cent. in 1895. Divid- 
ing the income from passengers into classes, we find 
that the gradual tendency toward a single class, or, at 
least, fewer classes, shows in the earnings, there having 
been an actual falling off in revenue from both first and 
second-class passengers. The figures for 1889 and 1895 


are as follows: 











1895. 1889. 
PCT ee ee £3,034,449 £3, 187,527 
Second class ‘ 1,935,029 2,704,734 
Third class...... ........ 23,796,137 19,785,444 
Season and periodical tickets 2,760,352 2.195, 968 
GEE. ikuivnncsy: deve ncempetncxntchee £31,525, 967 £27,873,673 


The increase in revenue from third-class tickets is seen 
to be four millions, or 20 per cent. in six years. The 
passenger revenue given above, £37,361,162, has included 
earnings from parcels, carriages and horses, which ac- 


| 


| United 


United Kingdom. States. 

B. C. 

1894. | 1895. | 1895. 1895. 
Miles of railroad. ...... 20,208) 21,174 _ 179,821 
. Suock outstanding..... £712,936) £720,483 $3,602,415 | $5,182,121 
Debentures... .......+- 258.507, 267.240 4 5.640.942 
TORDB, 0.0.000c000r¢000009» 13,845) 13.386. 66,930 f| sven” 
Total stock and bonds.! 985 387) 1.001.110, 5,0 5,550 | 11,241,568 
Passengers carried .... |C911.413) ¢ 929,771 = 543,974 
Wreight carried, tons..| 324,458) 334,230, 763,799 
Pass. train miles....... 179,836) 184,184 327,294 

~ “av. pr. mile ' | 

RR <.ccunvenssnecs 8,601 8.770 1,838 
Freight train miles ....} 149,460) 150,374 491,410 
Mixed train miles...... 3,724 4,92 1,457 
Total train miles..... 233,020 338,851) 834,163 
POOR, GCBTD ss .00.0200000000 £30,862) £31,526) $157,620 | 261.640 

Other pass. train earn.. 5,633 5.834 29,170 § . 
Freight earn............ 13,379 44,034) 220,170 743,784 
Oimher C@rN..... werceees 4,426 4,526 22,630 87,714 
Total SAIN. <200000s000% 84,311 85,922] 429.6 0 1,093,139 
Operating exp.......... 47,208 47,876) 239,580 769,943 
NOt CAPR. cocccscccccce 37,103 38,046 190,230 323,196 
P. c. exp, to gross earn. 56) 56 68 
Locomotives............ 18,328, 18,658 36,610 
Pass. train cars........| _57,661 58,737 31,310 
Freight cars............ 593,776, 603,710 1,230,798 

to errr 14,303 14,581 











c Excluding season-ticket passengers. 





counts for the difference in the total shown in the table. 
In 1895 the revenue from these sources was over 454 
millions. 

In this country, a good deal has been justly said in re- 
cent years against the tendency of local taxing boards 
to make up any deficiency in town or state revenues by 
unfair increases in the railroad assessments. The same 
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complaint is also made by English railroad managers 
and investors. Rates and taxes last year called for over 
£3,000,000 sterling, an increase of more than £200,000 as 
compared with 1894, and of more than £777,000, or 35 per 
cent., as compared with 1889. 

We tabulate above the principal summaries for the 
United Kingdom for both 1894 and 1895, and for purposes 
of comparison with United States railroads we have 
added a column giving certain statistics for American 
lines for 1895. These we have obtained from Poor’s 
Manual, which reports totals for the fiscal years of the 
companies, some of which end June 30, 1895, others Dec. 
31, 1895, and others between these dates. The English 
figures are for the calendar year. The English reports 
do not give either passenger miles or ton miles. 

In the table all of the money items and the passenger 
ton and train-mile items, except averages and percent- 
ages, represent thousands, the last three figures of each 
being omitted. In column B we have multiplied each 
sum of English money by five to facilitate comparison 
with items in column C. 








NEW PUBLICATIONS. 





Baker’s Railway Magazine. Published monthly b 
George H. Baker, Metropolitan Building, New Yor 
City. Vol. 1, No. 1, September, 1896. Subscription 
price, $3 a year. Price per copy, 30 cents. 

Mr. Baker has introduced a new element into railroad 
journalism; in fact, we may say, a nude element. On 
his title page appears a prepossessing young woman 
holding a lantern and clothed only in that garment 
which Lady Godiva wore; at least, we hope she wears 
it, for other protection she has not, except the friendly 
smoke of a lucomotive which stands below her. The 
same young woman (we think it isthe same) appears 
elsewhere, with even less clothing and surround:d by a 
great cloud of smoke from a locomotive named ‘* Trans- 
portation.”” Underneath are the following notable 
sentiments, which Mr. Baker seems to have adopted as 
the motto of his Magazine: ‘‘ Woman, God’s most beau- 
tiful creation. The Locomotive, man’s most useful in- 
vention.”” With these sentiments we agree in the main, 
although we have sometimes been inclined to take the 
view of the Kentucky gentlemen who said that “there 
is nothing so pretty as a pretty woman unless itisa 
pretty mule.”” When oneis 10 miles from camp and the 
sun is going down and Indians are around, a wise and 
able bodied mule would probably ?seem to him more 
beautiful than Venus herself. However, we have never 
felt obliged to make public profession of our belief in 
these matters and shall refrain now from committing 
ourselves positively. 

Looking further at Mr. Baker’s ladies, we seem to 
detect a certain humanity which suggests that the pic- 
tures may be portraits, and possibly they are portraits 
of the lady signalman or the lady engineer. If this is 
so, Mr. Baker owes an apology to the ladies for having 
presented them in costumes so inappropriate to our 
climate and so contrary to the prejudices of what we 
call our civilization. 

Mr. Baker, who was lately editor of the National Car 
and Locomotive Builder, has embarked in an enterprise 
in which we wish him great success, in adding another 
railroad journal to the number of publications which 
already so ably and completely cover the field. His 
magazine has an attractive table of contents. The arti- 
cles are: ‘‘Good and Bad Money,’ by Mr. Baker; ‘“‘ The 
Joint Traffic Association,” by Mr. O. D. Ashley; ‘ Oil- 
Burning Locomotives,’’ by Mr. R. H. Wade, with a sup- 
plement by Mr. C. F. Lape: ‘‘ Railroad Discipline,” by 
Mr. C. K. Quereau; ‘‘ Speed of Rotation for Locomotive 
Engines,”’ by Prof. W. F. M. Goss; “* Value of Standards 
for Maintenance of Way and Structures,’’ by Mr. W. G. 
Curtis; ‘‘ The Story of Invention,” by a Yankee; *‘Sta- 
tistics as a Factor in Railway Economy,” by Mr. C. M. 
Higginson; “The Ventilation of Cars,” by Mr. W. C. 
Creamer; ‘‘ Considerate Treatment of Employees,” by 
Mr. Robert Roberts; ‘‘North Amerizans in South 
America,” the first article of a serial, by Mr. Baker. 
Several of the articles are illustrated and to some of them 
we shall refer ina later issue. The ‘Story of Invention” 
is a poem of 14 pages. At least it is set upin short lines, 
each beginning with a capital, and each two succeeding 
ing lines end with rhyming words. Some of the 
rhymes are ingenious, as, for instance, Watt is made 
to rhyme with pot. There is, however, consider- 
able disregard of rhythm and we do not discover any 
of those qualities of imagination or fancy which we 
are taught to believe necessary to poetry. However, 
some people may like to get their historica | retrospect 
in this form. 


The London, Brighton & South Coast Railway. ‘ts 
Passenger Services, Rolling Stock, Locomotives, Gra- 
dients and Express Speeds. By the author of ‘‘ British 
Railways.” Pamphlet, 56 pages with two plates. 
London: Cassell & Company, Limited. 1896. Price, 
three shillings and six pence. 

The South Eastern Railway. Its Passenger Services, 
etc. Same author and publisher. 32 pages. Price, 
half a crown. 

In 1893 Messrs. Cassell & Co. published Mr. J. Pierson 

Pattinson’s book ‘British Railways,’”’ which was re- 

viewed at considerable length in our issue of of Jan. 12, 

1894. The two pamphlets now before us are continua- 

tions of two of the chapters of that book and are writ- 

ten on precisely the same lines. The purpose is to de- 
scribe minutely the service rendered to passengers, cov- 
ering the number of trains, their speed, their frequency, 
their punctuality and the quality of the passenger roll- 


ing stock. Sufficient descriptions of the locomotives are 
given to permit one to make comparisons of the results 
of passenger train working on other roads. The train 
loads and the gradients of the lines are also given. 
These gradients are shown on carefully drawn plates? 
giving the profiles of the lines. The particulars of 
scheduled runs of all the characteristic passenger trains 
are given at great length. Consequently, these compila- 
tions are of material value to anybody having occasion 
to enter into studies of this kind. 

Neither one of the roads considered in these pamphlets 
belongs to the group famous for high speed or for enter- 
prise in serving the public ; in fact, the South Eastern is 
perhaps the most unpopular railroad in England,jand we 
are inclined to think that the Brighton is a close second. 
Nevertheless, they have a very respectable mileage of 
fast trains. Mr. Pattinson finds on the Brighton a daily 
aggregate of 3,3111¢ miles run by trains making over 
40 miles an hour and 591 miles at between 45 and 50 miles 
an hour. The length of the system is about 425 miles. 
The South Eastern, with 380 miles of line, has a daily 
train mileage of 2,068 miles at over 40 miles an hour and 
601 miles at between 45 and 50. After all, in the mere 
matter of speed there seems to be little to complain of, 
but the public has excellent reason to complain of 
the want of punctuality. Mr. Pattinson noted the 
arrival at a London terminal station of 188 trains on the 
Brighton and found the aggregate lateness, as compared 
with the schedule time, 754 minutes, or 544 minutes for 
each train. Onthe South Eastern he noted the arrival 
of 150 surburban trains and found these to average 434 
minutes late. Wequestion if any of the important 
American roads could approach these records of late 
trains—in persistent unpunctuality, 

The University Scientific Magazine, published by the 
Engineering Society of the University of Tennessee, is 
now to be added to the growing list of published pro- 
ceedings of the engineering societies of the technical 
schools in this country. The issue received is creditable 
and has many articles of value andinterest. Among the 
principal contributions are: ‘‘Hertz’s Experiments with 
the Electro-Magnetic Theory of Light,’’ by Dr. Charles 
A. Perkins; ‘The Occurrence of Titanium” and “Oxida- 
tion ot Silver,”’ both by Prof. Charles E. Wait, Ph. D.; 
“Free Hand Letters for Working Drawings,” by Charles 
E. Ferris, and ‘“‘Test of an Isolated Electric Lighting 
Plant,” by S. A. Beyland. In the last-mentioned article 
the test referred to was made bythe students of the 
University of Tennessee on the lighting plant belong- 
ing to the First M. E. Church of Knoxville, in order to 
determine whether it was more economical to use the 
gas for fuel to run a 10-H. P. Otto gas engine belted toa 
dynamo rated at 6,600 K w. and to use electric lights in 
the church, or to use the gas in the burners. The re- 
sults show that for more than 30lamps it is decidedly 
cheaper to use the gas for fuel in the gas engine 
which drives the dynamo; but if it was desired to illu- 
minate one or two of the small rooms, the gas burners 
should be used. 





The Journal of the Iron and Steel Institute. Vol. 
XLIX., No. 1, 1896. Edited by Bennett H. Brough, 
Secretary. London: E. & F. N. Spon, 125 Strand. 

This volume of the Iron and Steel Institute of Great 
Britain contains the account of the Annual General Meet- 
ing of the Institute, held in London on May 7, 1896. The 
minutes of the proceedings, with the papers read and 
the discussions which followed them, are given in detail, 
occupying 290 pages of the volume. An account is given 
of the presentation of the Bessemer medal to Dr. Her- 
mann Wedding, Professor at the Berlin School of Mines, 
for services rendered to the iron and steel industries by 
his valuable contributions to metallurgical literature. 
Following the report of the Minutes of the Proceed- 
ings are the Notes on the Progress of the Home and 
Foreign Iron and Steel Industries, which, as the title 
suggests, consist of a condensed account of the advances 
and improvements which have been recently made in 
those industries. This, with the statistics of the iron 
and steel trade of all of the principal producing countries 
of the world, occupies 376 pages. The volume contains 
nine plates, illustrating some of the papers read at the 
meeting. 





Proceedings of the American Railway Master Me- 
chanics’ Association. Vol. 24, 1896. John W. Cloud, 
Secretary, Rookery Building, Chicago. Price $1.75. 

The report of the Association, containing the com- 

mittee reports and discussion ac the convention at Sara- 

toga, in June last, is issued this year, for the first time, 
asabound volume. The binding is in half leather, uni- 
form with that of the recently issued report of the Mas 
ter Car Builders’ Association. As we remarked in an- 
nouncing the publication of the M. C. B. report, the vol- 
umes contain, from year to year, so much that is of per- 
manent value that the idea of distributing bound vol- 
umes to the members, is a very commendable one. 

Many members have, no doubt, bound their copies, but 

many others certainly did not, and found the pamphlets 

were soon badly torn, and useless. The mechanical feat- 
ures of the book have been much improved, and it is 
now one of the best reports issued by any association. 


The Chicago Main Drainage Channel. A description 
of the Machinery used and Methods of Work. By 
Charles Shattuck Hill, C. E., 1380 pages 1034 x 8 in., 
with 100 illustrations and an index. New York: The 
Engineering News Publishing Co., 1896. Price, $1.50. 


Mr. Hill has prepared a history and description of the 
Chicago main drainage channel and on account of the 
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work done and of the methods of doing it, closing with 
a discussion, by various persons, of the effect of the 
drainage canal on the great lakes. The chief value of 


‘the book is in the very full and detailed description of 


the actual work of the contractors. which is made un- 
usually intelligible and valuable by the numerous illus- 
trations. The great amount of detail gathered as to 
machinery, methods, quantities and prices make this 
study remarkably practical. 








TRADE CATALOGUES. 





Industrial Railroads. Mr. Arthur Koppel, of Berlin 
and eight other great cities, sends a pamphlet designed 
to advertise his industrial railroads. He supplies tem- 
porary as well as fixed railroad track of various weights 
and gages: also cars and light locomotives and other 
material belonging to this class of work. The pamphlet 
consists of a collection of 15 or 20 half-tones from photo- 
graphs, showing installations of Mr. Koppel’s railroads, 
which seem to be found everywhere except in the United 
States. There are scenes taken on sugar railroads in 
Cuba, on a logging railroad in Hungary, at gold mines 
in South Africa, on an industrial railroad in Bothnia 
and another in Russia and on a sugar road in Egypt. 
One photograph shows the transportation of a seal in 
New Guinea, and the pamphlet ends with what is said 
to be a letter from the Tokio Water-Works, highly rec- 
ommending the temporary track and cars furnished to 
that undertaking. Evidently the C. W. Hunt Company 
must look out for its foreign trade. 





Standard Tables of the Carnegie Steel Co., Ltd., Pitts- 
burg, Pa.—The Carnegie Company has issued in pam- 
phlet form a set of tables giving dimensions, weights 
and other particulars of its standard products. The first 
table gives particulars of shop-driven rivets, diameters, 
lengths, ete. Another table deals with beams, channels 
and connecting angles, giving depths, weights per foot 
and distances from center of beam and back of channel 
toend of frame beams, channels and connecting angles. 
Another table gives the same particulars, and distances 
center to center of holes for standard connecting angles. 
Another table gives weights and dimensions to the 
nearest sixty-fourth of an inch of I-beams from 8 inches 
up to 24, and of channels from 3 inches up to15. An- 
other table gives particulars of connections for Z-bar 
columns. There are still other very useful tables in the 


collection. 





Wood Workers is the subject of a descriptive and illus- 
trated catalogue issued by J. A. Fay & Co., of Cincin- 
nati, O. The cuts show the large wood-working ma- 
chines as manufactured by this company. In the 
Universal wood-worker and molder the work is fed 
under and between revolving gutter-heads and has in 
conjunction with the wood-worker side, many applica- 
tions which will enable it to perform a large variety of 
work. The frame is especially heavy and the feed con- 
sists of two large upper feeding rollers mounted in 
swinging arms. In the triple-drum, eight-roll, power- 
feed, sandpapering machine there are eight feeding- 
rolls, driven by heavy expansion gears which give a 
powerful feed. A large part of the catalogue is taken 
up with descriptions of the cutting-off saws, molding 
machine, the door and sash tenoning machine and the 
Universal wood-worker and molder. 


The Taylor Gas Producer.—Messrs. R. D. Wood & 
Co., Philadelphia, have issued a pamphlet, descriptive 
of the Taylor Gas Producer, with notes on gas fuel, 
and the application of producer gas to manufacturing 
purposes. The sixty-odd pages contain a number of 
illustrations along with the text. Much of the matter 
in the book gives result of actual experience with the 
several hundred Taylor producers that have been erected 
in this and other countries, and it is evidently compiled 
with care and skill. The Jast half of the pamphlet con- 
tains a portion of a paper on the ‘Energy of Fuel; Solid, 
Liquid and Gaseous,” by J. W. Taylor, which relates to 
gas fueland producer gas, These pages contain many 
valuable facts and much data. 





Second-Hand Machinery. Mr. Willis Shaw, 506 New 
York Life Building, Chicago, Ill., sends a small pam- 
phlet giving a long list of second-hand machinery which 
he has on hand. Among this machinery are hoisting en- 
gines and boilers, locomotives for 3-ft. gage and standard 
gage, steam dredges, steam shovels, dump cars, relaying 
rail and a great deal of contractors’ material. 





Blowers.—We are in receipt of a catalogue of the 
Wilbraham Baker Blower Company, of Philadelphia, 
descriptive of the ‘‘Green”’ and ‘“ Baker”? positive rotary 
pressure blowers and gas exhausters. These blowers are 
especially designed for use with foundry cupolas and 
to produce forced draft in boiler plants. 


Henion & Hubbell, Chicago, have recently issued a 
very complete catalogue showing their various triplex 
power pumps. These pumps are built in various styles 
to be driven frcm steam or gas engines, or by electric 
motors. The catalogue also contains tables valuable to 
users of pumping machinery. 

The Sterling Emery Wheel Mfg. Co., Tiffin, O., has 
given to the public a new catalogue of emery wheels, 
grinding and polishing machinery and supplies. Itisa 


book of 92 pages, fully illustrated and priced, and must 
prove of interest and value to all users of grinding ma 


chinery. 


TECHNICAL. 





Manutacturing and Business. 

A new shop for the manufacture of Corliss engines has 
been built by the Murray Iron Work Co., at Burling- 
ton, Ia. Some monthsago this company bought the 
plant of the Sioux City Engine Works and moved all the 
machinery to Burlington, where the new shop is now 
turning out the Sioux City Corliss engines under the 
same supervision as at Sioux City. 

The improvements being made at the works of the 
McCool Tube Co., Beaver Falls, include a water-wheel 
installation. A pair of 33-in. iron-cased McCormick 
turbines, manufactured by the S. Morgan Smith Co., 
York, Pa , are being put in. These wheels will be di- 
rectly connected to an electric generator, which will 
furnish the power for driving the new works. In con- 
nection with the water-wheels a heavy fly wheel anda 
combination electric and mechanical governor, which 
will regulate the speed of the turbines, are being fur- 
nished by the Smith Co. 

The Board of Directors of the Westinghouse Air Brake 
Co, has declared the regular quarterly dividend of five 
per cent.and an extra dividend of five per cent., both 
payable to stockholders of record on Oct. 10. 

The New York Belting and Packing Co., Limited, has 
transferred the agency for its mechanical rubber goods 
in New Orleans, from the Whitney & Sloo Co., Limited, 
to the Chas. Munson Belting Co., the largest manufact. 
urers of leather belting in the West. They will carry a 
full stock and will be in position to fill orders promptly. 
The new store is located at No. 313 St. Charles street. 

Iron and Steel. 


Miller Brothers & Co., contractors of Pittsburgh, Pa., 
have secured the contract for a steel plant at Mariopol, in 
Southeastern Russia. The location is near the Sea of 
Azof. The plant will be for the manufacture of piping 
for the Russian oil fields, for locomotives and for boilers. 
A member of the firm states that the capital for the 
enterprise comes principally from Philadelphia men. 

Fifty tons of forgings for 8 and 13-in. guns were 
shipped on Sept. 26 by the Bethlehem Iron Co. to the 
Washington Navy Yard. 

Every department of the Pueblo Steel Plant of the 
Colorado Fuel & Iron Co. has resumed full operations 
with a force of 2,000 men. 

At arecent meeting of the directors of the Brown 
Bonnell Iron Co., at Youngstown, O., the following 
officers were elected: President, Samuel: Mather, Cleve- 
land; Vice-President, Robert McCurdy; Secretary and 
Treasurer, John F, Taylor; Assistant Secretary, J. M. 
Butler. 

The Cambria Iron Co, has declared a 2 per cent. div- 
idend, payable Oct. 1, to stock of record Sept. 16. 

At the works of the Jefferson Steel and Mfg. Co., 
Birmingham, Ala., tests are being made of steel pro- 
duced by the new Hawkins process. While these tests 
have not been altogether satisfactory, there being too 
much carbon in the steel, itis stated that the defect has 
been charged to the incompleteness of the plant, rather 
than to the fault either of the process or of the metal 
used. The plant is soon to undergo changes to allow of 
amore thorough test of the process, and there are 
rumors that if the results then obtained are satisfactory, 
the company will be reorganized and an increase of 
capital put into the enterprise. 

New Stations and Shops. 

About one-third of the exterior work on the new pas- 
senger station and other buildings of the New York, 
New Haven & Hartford, at Providence, R. I., has been 
completed. It is hoped that the new station can be used for 
passenger traffic within a year, although it will probably 
take more time to complete all the details. The station 
will be plain in appearance, but substantially built; the 
basement will be of granite, the walls of mottled brick, 
and the trimmings of sandstone. No plaster will be 
used, the inner walls all being faced with enameled 
brick. 

On Sept. 24, the corner-stone was laid of the new Erie 
passenger station at Middletown, N. Y The new building 
was begun on Aug. 15 last, and is expected to be finished 
by Jan. 1, The cost will be $18,000. The station will be 162 
ft. long, and the general waiting room 30 x 39 ft. It 
will be built of stone and brick, with terra cotta trim- 
mings, and will be finished inside entirely with light 
colored ash, no plaster being used. 

A report from Wheeling, W. Va., states that the Bal- 
timore & Ohio has decided to build in that city a new 
passenger station on the site of the old one. It will be 
two stories high and of ample size to provide for the 
growth of the city. 

Niagara Falls Power Co.’s Plant. 
The turbine wheel pit of the Niagara Falls Power Co., at 
Niagara Falls, is being enlarged to more than three tim’ s 
its present capacity; the work is already well advanced, 
and is being pushed rapidly. The present plant of the 
company consists of three dynamos, each 11 ft. 10 in. in 
diameter, and turned by three of the largest turbines 
ever built. These turbines generate 5,000 H. P. each, 
and are placed at the bottom of the wheel pit, directly 
under the power-house. The head of water is 178 ft., and 
the mouth of the intake from thecanal is 12 ft. x 14 ft. 
The wheel pit now measures 20ft x 140 ft., and the 
length is being increased to 424 ft., to make room for 
seven more turbines of the same size as those now in use. 
The plan is to enlarge the power-house to correspond 


with the wheel pit, and to install seven new dynamos, 
with as many turbines, thus making the total capacity 
of the plant more than three times what it now is. 
Although the present plant has been in operation only 
a few months, the increasing demand for power has been 
sufficient to justify these extensive additions. Some 
changes from the present system will be made when the 
new turbines are installed ; the mouth-pieces of the pen- 
stocks will be built in the wall, thus doing away with 
much masonry work, and the wheel cases and lower 
pen-stock elbows will be supported on projecting ribs, 
instead of the girder supports now used. The ex- 
tension of the wheel pit is being made back of the 
present power house, and parallel to the inlet canal. 
The work is being done by open cut, and the rock taken 
out in benches, being hoisted on to the cars at the sur- 
‘face by means of large steel derricks operated by steam. 

The line for the transmission of power to Buffalo is 
now being built by the White-Crosby Co., of Philadel- 
phia. It will consist of 12 copper conductors of stranded 
wire. The poles will be set in rock or concrete. The 
transmission will be by the three-wire system, as devel- 
oped by the engineers of the General Electric Co. Itis 
expected that by the middle of next November the 
power will be used to drive the cars of the Buffalo Rail- 
way Co. 

Man-Hole Frames. 


In the August number of /'he Locomotive is an article 
on this subject. It says that a man-hole is not intended 
for ornament, but for use, and hence should be con- 
venient of access, and large enough to admit a man of 
ordinary size; that is, it should be not smaller than 
11 x i5in. A hole of this size in a boiler-plate would 
necessarily weaken it, unless it were properly re- 
enforced. Because the stress in a boiler-shell is not the 
same in all directions, being greater girthwise than 
engthwise, the holeshould beso placed as to cut the 
least metal from the plate across those lines along which 
this stress is greatest. Thatisthe length of the man- 


hole should lie girthwise the boiler and not 
along its axis. The man-hole should be placed 
in the middle of the sheet, away from _ riveted 


joints. Other openings should not be put in the same 
sheet with the man-hole, they should be located in another 
course so that no single one will be unduly weakened. 
The article recommends the use of wrought-iron or steel 
frames in all cases. Cast-iron is uncertain when sub- 
jected to tension and should not be used for pressures 
above 75 lbs. The us2 of outside frames is discouraged 
for the reason that their weakest section, which is at 
the highest point of the shell, comes just where the 
strength is most needed, due to the greater girthwise 


stress. Moreover, they are more difficult to keep tight, 
every part being under tension. Inside frames are 
recommended because their cross-section is greatest 
at the highest point of the shell, where 
the most strength is required, and they are more easily 
kept tight, the pressure always tending to force the 
cover against its gasket. This is particularly the case 
with cast frames. The cost of forging up frames of the 
ordinary forms has prevented their use, but very good 
wrought-iron and steel frames are now to be had at rea- 
sonable cost. These frames are made of %-in. material 
and are pressed into shape. The cover is made in the 
same way, and is corrugated to give it the required stiff- 
ness. The bolt head does not pass through the cover, 
but is held between two of the corrugations, as indicated 
in the figure. The yoke is also pressed from asheet, and 
the whole is fastened to the boiler as shown. Lead 
gaskets are almost always used with this type. What- 
ever kind of a frame is used, it is important that its 
curvature should be the same as that of the boiler so as 
to avoid initial stresses. 
Contracts for Torpedo Boats Awarded. 
Chief Constructor of the Navy, Philip Hichborn, and 
Engineer in Chief G. W. Melville, to whom the bids 
opened on Sept. 18 for the new torpedo boats were re- 
ferred, have come to the following decision: The Bath 
Iron Works, of Maiae, will build two of the 30-knot 
boats and the Union Iron Works, of San Francisco, the 
remaining one. Wolff & Zwicker, of Portland, Or., 
are to have two 22}¢-knot boats, and of the 20-knot boats 
the Herreshoff Co. will have three, the Columbia Iron 
Works, of Baltimore, two, and Hillman Brothers, of 
Philadelphia, one. Under the law, the contracts must 
be signed on or before Oct. 8. 
An Experiment with Fuel Gas, 
An experiment has been started recently at the Biddle 
mines. near Irwin, Pa., in making gas for manufactur- 
ing and domestic purposes, by what is known as the 
‘*Gardie’’ process. The machine was built by the 
Cramps, of Philadelphia, and is in charge of W. B. 
Petit. If the process is a success, the gas may readily be 
piped to the various towns in the western part of 
Pennsylvania as there are many lines of abandoned 
natural gas piping in that section. 
A New Steamship for Maine Service. 

The new steel steamship, John Englis, now being built 
at the yards of the Delaware River Shipbuilding Co., 
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Chester, Pa., forthe Maine Steamship Co., running be- 
tween New York City and Portland, Me , will soon be 
launched and is expected to be ready for service by the 
first of next year. The gross tonnage of the vessel will be 
nearly 4,000 tons. She will be 312 ft. long over all, 46 ft. 
beam, with 18 ft. depth of hold. Her hull will be en- 
tirely of steel of the heaviest specifications under the 
American Lloyds rules. Py 

She will be asingle screw boat, with a triple expan- 
sion engine of 4,000 H. P. She will have six Scotch 
boilers, three on each side. The guaranteed speed of the 
steamer is 19 knots per hour under average conditionsof 
weather, and she is expected to make the trip between 
Portland and New York in 20 hours. 

lhere will be two saloons above the upper deck, cne 
above another, which wiil contain 105 staterooms, so ar- 
ranged that each will have an outside window. The 
vessel will accommodate about 350 passengers. 


Foreign Notes. 

The Germania Shipbuilding Works, at Berlin, Ger- 
many, have been bought by Herr Krupp, of Essen, for 
6,325,400 marks ($1,480,000). The entire plant will be 
transferred to Herr Krupp on Oct. 1, and the capacity 
for building ships will be considerably increased. 

French papers are describing two cars which have 
recently begun running on suburban trains, to and from 
Paris, which seem to be of the nature of a traveling beer- 
garden. ‘hey are fitted with tables at which four per- 
sons can be seated, and drinks and light refreshments 
are served. 





THE SCRAP HEAP. 


Notes. 
Mr. Edgar H. Beckley has entered suits at Chicago 
against the Pullman and the Wagner Car Companies 


for infringements of patents, 


Among ‘he roaas wnich are to distinguish themselves 
by show collisions are the Ohio Valley and the Kansas 
City, Fort Scott & Memphis. 


“Bicycle riding on station platforms is strictly pro- 
prohibited” is the legend on signs recently put up at all 
stations on the Maine Central. 


The Missouri, Kansas & Texas has transfeired the 
office ot Superintendent of Transportation from Parsons 
toSt. Louis. The removal involves a change of residence 
for 25 clerks. 

On the Lehigh Valley road, where employees have the 
privilege of buying tickets at half acenta mile, it has 
recently been announced that the privilege of stopping 
off on these tickets will be withdrawn. 


On the evening of Sept. 26 there was a sound-money 
meeting at the Auditorium in Chicago, chiefly for rail- 
road men, at which the attendance was about 4,500. Mr. 
M. E. Ingalls, President of the Cleveland. Cincinnati, 
Chicago & St Louis, made the principal address. 


Lawsuits have been entered at Vancouver, B. C., for 
damages for deaths and injuries in the bridge disaster 
in that province May 26, when an electric street car fell 
through a bridge. The suits thus far entered demand 
damages to the amount of about $500,000. The town of 
Victoria and the street railroad company are both 
named as defendants. 


“he Black Diamond Express of the Lehigh Valley re- 
cently ran from Wilkes Barre to Buffalo, 272 miles, in 294 
minutes. The engine was No. 667. The train left 
Wilkes-Barre 34 minutes late and arrived in Buffalo on 
time. Eleven minutes was consumed in stops. The 
time on the different sections was as follows : Wilkes- 
Barre to Sayre, 95.03 miles, 191 minutes ; Sayre to Man- 
chester, 88.69 miles, 194 minutes; and Manchester to 
Buffalo, 87.86 miles, 89 minutes, 


* On Monday night last some of the telegraph opera- 
tors of the Canadian Pacific began a strike and left their 
work, but it is impossible to make out from the press 
dispatches how much, if any, delay of trains has re- 
sulted. The principal grievance reported is that the 
operators at small stations have to attend to the tanks 
and sweep the floors of the stations. The Vice-President 
of the road says that the men have presented their 
grievance to him without first laying it before the Di- 
vision Superintendent. 


At a rally of railroad men’s sound money clubs in 
Terre Haute, Ind., one night last week, about 8 000 rail- 
road men were present. There was a parade, in which 
locomotives and cars, real and artificial, figured promi- 
nently, together with other railroad devices. Mr. J. T. 
Brooks, Vice-President of the Pennsylvania company, 
made an address, in the course of which he said that in 
the name of the Pennsylvania company he wanted to 
appoint every Democratic voter of Indiana a special 
agent of that company to prosecute any official who 
might discriminate against an employee because of his 
politics, and the Pennsylvania company would pay all 
the expenses of the prosecution. 


Dummy Couplings. 


The Cleveland, Cincinnati, Chicago & St. Louis has 
issued an order, similar to that recently issued by the 
Pittsburgh, Cincinnati, Chicago & St. Louis, abandon- 
ing the use of dummy couplings for hanging up air hose 
on freight cars After Oct. 1 the company will not pay 


for the repair or replacement of such couplings. 


The Work of the Board of Managers. 

Mr. W. P. Walker, Jr., Representative of the Chesa- 
peake & Ohio and of the Cleveland, Cincinnati, Chicago 
& St. Louis, on the Board of Managers of the Joint 
Traffic Association, was recently interviewed by areporter 
of the Cincinnati Convmercial Tribune. Among other 
things Mr. Walker said: 

‘The position of a member of the Board is by no means 
a sinecure, and it is harder work than steamboating on 
the Ohio River. The Board is a dignified, earnest body 
of men, who realize that they must use the best of judg- 
ment and the keenest discernment to avoid making mis- 
takes. \e do not deal with trifling matters. Questions 
come before us with great frequency that have never be- 
fore been decided, and we cannot render decisions with- 
out the most careful and painstaking investigation. In 
other words, we are a prevedent-making body, and must 
take no chances. Our findings must be based on facts 
and conditions. It is often well-nigh impossible to reach 
a secure foundation upon which to build, and much time 
is consumed in discussion and examination of statistics. 

“There are so many interests involved that many times 
it seems impossible to evolve order out of chaos. I have 
seen the several representatives of one great financial in 
terest vote against one another, and there have been 
cases when for the good of the majority and to he con- 
sistent I have had to vote against the roads that I rep- 
resent. 

“The manager is not there to help primarily the line or 
lines that he represents, but to control traffic matters in 
joint traffic territory. I venture the prediction, and base 
it on the bitter experience of the past, that, had it not 
been for the controlling influence of the Joint Traffic As- 
sociation this summer, there would have been a rate 
war of an extent frightful to contemplate. The con- 
ditions were ripe for it, and it could not have been 
avoided. On that point there seems to be a unanimity 
of opinion among those familar with the situation. 

“Our sessions usually last six hours a day, and we 
keep things going. Ifthe papers in one case are not 
ready, we go on to another, and sometimes we dispose of 
50 of the subjezts on the docket. Once in awhile we 
strike one of those knotty fellows that have been bobbing 
up for years and years, and then a great effort is made 
to render a decision that will stand. Our sesssions are 
marked with the greatest condescension tor one another, 
and there are no bickerings or hard talk. Each member 
rises to his teet when he has anything tosay, and he -ays 
it in an earnest and dignified way. There is no frivolity 
or foolishness, and each member realizes that his views 
may not be those of the others. The discussions are al- 
ways harmonious and pleasant. 

‘We realize that many of our decisions do not meet 
with universal praise. but one not a member can not 
realize the tremendous amount of detail we have to 
study and the great diversity of interests we must 
serve. Much fault has been found with the restoration 
of the corn rate, but if each man who is hurt by it could 
realize how impossible it was to do otherwise without 
hurting many more interests, he might feel different. 

“The association is but a little over eight months old, 
and it is making precedents that will have a_ beneficial 
effect. We expect criticism and can not help it, but 
you will find that after te machinery is gotten in thor- 
ough working order that it was the wisest and the most 
profitable thing the trunk lines ever did.” 


Exhibits at the Street Railway Convention. 


Among the manufacturers whohave applied for space 
fo: an exhibit at the American Street Railway Associa- 
tion to be held at St. Louis, Oct. 20 to 23, are the follow- 
ing: General Electric Co., 2,000 sq. ft ; Walker Co., 500 sq. 
ft.; Johnson Co , 1,200 sq. ft.; J. G. Brill Co., 1,100 sq. ft.; 
American Car Co., 1,200 sq. ft.; Brooklyn & New York 
Railway Supply Co., 1,600 sq. ft.; Peckham Motor Truck 
and Wheel (o., 750 sq. ft. Scarritt Furnishing Co., 800 
sq. ft.; Munson Electric Conduit Co., 750 sq. ft. Among 
the companies which will make an exhibit covering 300 
or more square feet are the Heine Safety Boiler Co., Dia- 
mond ruck and Car Gear Co., Consolidated Car Fender 
Co., Consolidated Car Heating Co., and Commercial 
Electric Supply Co. ‘he exhibits cover in all a floor 
space of over 18,650 sq. ft. A listof the papers to be pre- 
sented at the convention was given Sept. 18, page 660. 


The Correspondence School of Technology. 

Mr. Max Osterberg, E. E., M. A., Consulting Engi- 
neer, has become associated’ with the Correspondence 
School of Technology, Clevelaud, O., in the capacity of 
Instructor and Representative of New York. Mr. Os- 
terberg is well known asa lecturer, writer and investi- 
gator. Heisa graduate of Columbia College, in which 
college he was appointed Fellow in Electrical Engineer- 
ing. The school has reeently been developing both ele- 
mentary and advanced courses. 


Truth in a Passenger Circular. 


Mr. James D. Hawks, Vice-President and General 
Marager of the Detroit & Mackinac Railway. finds 
vent for his superfluous energy in devising schemes for 
attracting travel by campers, hunters and fishermen. 
He furnishes tents and complete camp equipment for 
rent at moderate rates and furnishes competent guides; 
and sets passenger agents a good example in the art of 
telling guarded truth, of which the following is an ex- 
cerpt: 

AS this is a business circular we omit the usual 

oetry about the kingfisher, the swinging oriole, the 
Cierk bird, the leaping trout and the wily bass. (The 
poetry will be furnished on application.) . . . Deer 
are plenty with us, but it is just as well to select your 
own time for letting them get away as to have the gun 
do it for you. If you must follow new fashions and use 
smokeless shells, be sure they fit your gun—some of 
them are a trifle thicker than the old shells and do not 
feed well in all guns from the magazine, and are liable 
to go off when the lever is pulled home sharply. ... 
Our duck shooting is not _the best on earth, but helps 
out the other shooting. We have plenty of partridge 
but no quail, except for a few miles north of Bay City. 
The game law is working nicely and is helping to in- 
crease fish and game. Some people will tell you the tish 
are so plenty in some of our lakes and streams that the 
deer cannot get to the water to drink, and that you can 
cross some of the streams by using the backs of the fish 
as acorduroy road. These stories are overdrawn. We 
have good fishing, and it is improving each year, but it 
isour aim tostate only strict facts, and nothing else 
will be allowed in any of our circulars.” 
Ought to be O. R. Rel. 

The recent visit of the Czar of Russia to Queen Victoria 
gave the people of Britain a chance to see how imperial 

assengers have totravel in Russia, the methods of the 

ussian police being practically adopted by the English 
authorities. The Associated Press report of the journey 
from Leith, Scotland, to Balmoral Castle, after describ- 
ing the festivities and the decorations, says: 

“The extraordinary arrangements to provide for the 
safety of the Czar and Czarina produced a painful im- 


pression. The steps adopted by the military and police 
authorities overshadowed everything. The municipality 
of Leith spent quite a sum of money on floral and other 
decorations, but much more money was spent on barri- 
cades and other precautions taken to keep the people 
away from the actual spot where the rulers landed. 
Soldiers were drafted to Leith from York, Glasgow. 
Sterling and Edinburgh, and all the volunteer corps of 
this place and its vicinity were ordered to turn out to 
their fullest strength. Every foot of the railroad from 
Leith to Ballater was guarded, the bridges and arches 
being specially watched, previous to which they had been 
inspected by the Royal Engineers and police. This was 
particularly the case at and about Aberdeen, where the 
train traversed a series of large arches which are 
used as_ stables, fish-stores, etc. These places 
were searched every few hours by the police and engi- 
neers, the military and police officials acting independ- 
ently, and at the same time keeping in close touch with 
each other. These arches were a source of great anxiety 
to the police, capertety as the crews of several Russian 
merchant vessels in the harbor were ashore on leave, and 
it was regarded as possible that Nihilists might be 
among them. All the streets in the vicinity of the rail- 
road from Leith to to Ballater were closed by the mili- 
tary and police to all traffic from 4to6 p.m. The imperial 
train was scheduled to stop eight minutes at Dundee 
for tea and to receive an address of welcome from the 
—_—-. Every approach to the railroad station 
was ordered shut off for along time before the train 
should arrive. All the stations have been frequently 
and thoroughly searched. Steam launches with police 
and detectives watched the Tay Bridge from dawn.” 


A Railroad Commission for Arkansas. 
Notwithstanding adverse criticism and the attempt of 
the railroad corporations to defeat its purpose, the 
Texas Railroad Commission law is proving to be the best 
statute ever enacted in that state, Since its creation the 
commission has saved to the shippers of that state, in re- 
duced rates, more than $3,000,000. Ifthe railroad com- 
mission 1n Texas is a good thing, what is the reason it 
would not prove the same thing in this or any other 
the next Gen 


state? Let our legislators in 2 

eral Assembly get together and_ legislate on 
this question. If any state needs _a_ railroad 
commission it is certainly Arkansas. We want to 


encourage railroad building by assuring new enterprises 
that they shall not be strangled by their more powerful 
rivals. e want to give the latter to understand that 
all the rights to whieh they are entitled will be duly re- 
spected, but as public carriers there is a point beyond 
which they cannot go. The Governor-elect of this state 
is pledged to the support of a railroad commission law, 
the Democratic party is pledged to it, a large majority 
of the members-elect to the next general assembly are 
pledged to it, and if such a law is not enacted they will 
trample their instructions under foot.—Little Rock 
(Ark.) Gazette. 


Master Car Builders’ Standards. 

The Secretary of the Master Car Builders’ Association, 
John W. Cloud, Chicago, announces that pamphlets 
containing the standards and recommended practice, as 
shown in the proceedings of 1896, may be had of him for 
25 cents each. This does not include the drawings. 
Lithographs of the drawings, sheets 1 to 12inclusive and 
A to E inclusive, may be had at 25 cents each, with post- 
age added; though if needed for blue printing they should 
be sent by express Blue prints, 30 in. x 38 in., of plates 
C, D, EK, F and G (axle and journal box for 40-ton car) 
will be furnished at cost, probably about 30 cents each. 


Lake Notes. 

On the Duluth & Iron Range road, last week the 
number of ore train crews was reduced from 18 to 5, and 
from August it has be:n cut from 47. Reductions are 
being made in shops and dock crews. 


Two more of the Bessemer pg wn 3 Co.’s steamers 
were launched last week, one at Cleveland and one at 
Bay City. Both were about 400-ft. keel length. It is not 
likely that they will be fitted out before next season. 


The passenger steamship North Land, of the Northern 
Steam: hip Co., was scuttled at her moorings at Duluth 
last week. The reports of the damage have been exag- 
gerated; the manager says the loss is less than $350. 








CAR BUILDING. 


The Chicago & Alton is building 100 coal cars of 60,000 
lbs. capacity, at its Bloomington shops. 


‘The Union Car Co., of Depew, N. Y., two miles east of 
Buffalo, has recently completed 500 coal cars for the 
Reading road, and 22 stock cars for the West Shore. 
These cars were all turned out between Aug. 24 and 
Sept. 14, making an average of 29 cars per day. Thecars 
for the Reading are part of a recent order for 1,000. 








BRIDGE BUILDING. 





Bivghamton, N. Y.—The contract for two bridges 
over the Seneca River has been given tothe Owego (N. 
Y.) Bridge Co. at $19,400. 


Buffalo, N. Y.—The New York Central & Hudson 
River has contracted for a viaduct over the grade cross- 
ing at Chicago street. 


Cleveland, O.—It is stated that the Erie is consider- 
ing the building of a new bridge over its tracks at 
Martin and Praha streets. 


Detroit, Mich.—It is reported that Chas. F. Payne, 
Engineer of the Michigan Central, has prepared plans 
for an iron bridge over Woodward avenue, the estimated 
cost of which is $53,000. 


Ellsworth, Me.—The contract for a steel bridge of 
truss design 116 ft. long with a 24-ft. roadway and two 
6-ft. walks, across Union River, has been given to the 
Boston Bridge Works at $2,979. 


Flemington, N. J.—The contract for the iron work 
for the new bridge at Riverside has been awarded to 
John Scott, of Quakertown, at $432. 


Fort Erie, Ont.—The Mather Bridge & Power Co., 
which is seeking incorporation, and upon whose applica- 
tion the parliamentary committee has reported favor- 
ably, proposes to construct a steel bridge across the 
Niagara River from this place. Alonzo C. Matthews, of 
Chicago, and others, are the promoters. 


Hartford, Conn.—The question of an ornamental 
bridge on Park street over the Park River is being con 
sidered. Sketches and estimates placing the cost of the 
bridge at $15,000 and $18,000, have been submitted. 


Houston, Tex.—County Judge John G. Tod, will 
receive bids Oct. 12, for a bridge over Green’s Bayou, on 
the Hudson & Crosby road. 
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Kansas City, Mo.—Press reports state that plans 
have been prepared for a new viaduct to carry Eighth 
street from Main to Walnut. The estimated cost is 
$20,000. H. A. Wise, City Engineer. 


Louisville, Ky.—The Phoenix Bridge Co., Phoenix- 
ville, Pa., has filed suit against the Chesapeake & Ohio 
and Big Four Railroads for $25,000 for the loss of the 
seen which fell when the Jeffersonville bridge was being 

uilt. 


Nanaimo, B. C.—Mr. A. E. Lambert has been 
awarded the contract by the Lands and Works Depart- 
ment for a bridge across the Nanaimo River on _ the 
Victoria-Nanaimo road. The bridge is to be 180 ft. long 
and 25 ft. wide. 


Osceola, Mo.—The Secretary of War has issued an 
order granting the Kansas City, Osceola & Southern the 
right to build a bridge over the Osage River. 


Parkersburg, W. Va.—The County Gourt of Wood 
County has awarded the contract for the superstructure 
of a steel bridge over the north fork of Lees Creek, at 
uum to the Wrought Iron BridgeCo., Canton, O., 
at . 


Philadelphia.—At a meeting of the Board of Sur- 
veys yesterday a resolution was adopted favoring the 
construction of a bridge over the North Pennsylvania 
Railroad at Butler street. in order to reopen traffic along 
the highway. The committee appointed to consider the 
matter presented a report stating that a suitable bridge 
over the railroad eek would cost: $85,000. 


Quebec, Que.—Mr. W. Baillarge, Assistant City In- 
spector, is receiving tenders for a swing bridge over the 
t. Charles River. Plans may be seen at the City Hall. 


Rumford Falls, Me.—Sealed proposals will be re- 
ceived by the Portland & Rumford Falls Railway at the 
Chief Engineer’s office in Rumford Falls, until 2 p. m., 
Oct. 16, 1896, for a heavy steel railroad bridge 600 ft. long, 
across the Androscoggin River, near Chisholm’s Mills, 
Maine. Profile and specifications will be sent on appli- 
cation. The right to reject any or all bids is reserved. 
Waldo Pettingill, Vice-President; R. B. Straton, Chief 
Engineer; Chas. A. Mixer, Mem. Am. Soc. E,, Con- 
sulting Engineer. 


Wichita, Kan.—The following bids were received 
Sept. 15 for a 225-ft. steel bridge: Canton (O.) Bridge Co., 
$3,960; Farnsworth & Blodgett, Kansas City, Mo , $4,100: 
Groton (N. Y.) Bridge & Mfg. Co., $4,985; Kansas City 
Kridge Co., $4,300 and $4,406: Geo. E. King Bridge Co , 
Des Moines, Ia , $4,000; Massillon (O.) Bridge Co., $5,200; 
Missouri Valley Bridge & Iron Works, Leavenworth, 
Kan., $4,195; Oregonia (O.) Bridge Co., $4.718 and $4,899: 
St. Louis (Mo.) Bridge & Iron Co, $4,050 and $4,375; 
Wrought Iron Bridge Co., Canton, O., $3,600 and $4,300; 
Youngstown (O.) Bridge Co., $3,550 to $4,700. The bids 
are those on plans submitted by the several bidders. 


Williamsport, Md.—It is understood that the elec- 
tric railroad company is preparing to build a bridge 
across the Potomac River, at this place, with a view of 
reaching a grove on a hill in West Virginia, opposite 
town, where itis proposed to establish a park. 


Woodstock, Va.—A company composed chiefly of 
Baltimore capitalists, who intend building a short 
branch road from the Valley branch of the Baltimore & 
Ohio to the site of the new Edinburgh Mfg. & Minin 
Co.’s plant, near here, will also construct an iron an 
steel bridge over the Shenandoah River near the Edin- 
burgh Company’s property. 








RAILROAD LAW- NOTES CF DECISIONS. 





Carriage of Goods and Injuries to Property. 


In a casein the Federal Court a railroad received a 
quantity of cotton for transportation, and had it placed 
on barges for carriage to another city, to be placed on 
ics cars. By direction of the company the barges were 
detained a mile or two below the proper place for the de- 
livery of freight to the company and at a point where 
there was such a large amount of shipping as to necessi- 
tate the mooring of the barges much nearer the channel 
of the river and passing steamers than would have been 
necessary at any point in that neighboorhood. The pre- 
vailing winds at that season-blew from passing steamers 
toward the barges, and on the bank near by trains were 
constantly running. After the barges had been so 
moored for 17 days, the cotton caught fire from a pass- 
ing steamer. ‘he court holds that the company was 
neoptages in placing the cotton in such an exposed po- 
sition. 

In Texas it is laid down that where a railroad receives 
and issues bills of lading for uncompressed cotton, and 
under due authority, sends it toa compress leased an 
operated by the assignee of the bills, and his servants, 
not being informed that he had become the owner by 
assignment, redeliver it to the original consignor, be- 
lieving him the owner, the company is not liable to the 
assignee for failure to to deliver the cotton.” 

In New York it is held that where a carrier delivers 
goods to the wrong person, the fact that the owner re- 
ceives payment from such person for a portion of the 
goods dees not constitute a waiver of his claim again:t 
the carrier for the balance, if he does not intend such 
whiver 3 

In Michigan the Supreme Court rules that a railroad 
does not assume the common-law duties of a common 
carrier in soem to live stock shipped over its line, but 
is only bound to transyort the same with ordinary care 
and skill, and with reasonable dispatch.* 

_In New York acarrier delivered goods to the con- 
signee four days after notice by the real owner, to the 
carrier’s agent where the goods were, not to do so except 
on his written order. In reply to such notice, and three 
days afterward, the agent advised the owner that he 
could not hold the goods if demanded on bill of lading, 
and to send his urders through the shipping office. On 
the next day the owner wrote such agent that he wanted 
the goods reshipped to him, and he would advance 
freight. ‘The Sipreme Court holds that the owner was 
guilty of no laches that would prevent him recovering 
from thecarrier for the conversion of the goods, there 
appearing to he node.ay by such owner affecting the 
ground on which the carrier acted.° ‘i 

In Pennsylvania, while a car containing binding twine 
was in the freight yard ready for ualoading, a fire broke 
out in a building 23 ft. away, situated on peer on 
the other side of an alley, not belonging to the road. 
The car was then moved promptly, but in the meantime, 
within 20 minutes of the breaking out of the fire, the 
twine caught fire from sparks entering through the car 
door, which had been left open about 10 inches. The 
Supreme Court rules that the leaving open of the door 
was not the proximate cause of the loss.* 

In Michigan it is held that in the absence of a special 
contract by a carrier to look after stock shipped over its 
line, a shipper who neglects to send a care taker with 
his cattle assumes all damages caused by their unduly 


crowding and injuring one another, and that which re- 
sults from their natural restiveness and viciousness.’ 

In Texas it is said that where a railroad engineer 
makes no effort to stop his train, and thus avoid running 
down live stock, the company is chargeable with negli- 
gence.® 
Injuries to Passengers, Employees and Strangers. 

In Kentucky it is decided that injuries resulting from 
a walk of three miles made by plaintiff after having 
been carried beyond her destination on defendant's 
train, through failure of the conductor to stop the train 
at the station, were proximately due to such failure. ® 

In Iowa a rule directing brakemen to not uncouple 
cars while they are in motion may be waived by the 
company by disregard thereof on the part of the brake- 
man for such atime that the officers were chargeable 
with notice, though the brakemen have knowledge of 
the rule, and also the dangers incident to the employ- 
ment.1° 

In Kansas as a train was oy 2 made up, the yard 
master and conductor told the brakeman to have the 
train engine brought out and coupled to the train, as 
there was but one car to be cut out, and the train would 
be ready by the time the engine arrived. After the 
brakeman left, it was found necessary to change the 
positions of some of the cars in the train, todo which a 
switch engine was employed. The brakeman arrived 
with the train engine, and, as he was about to couple it 
with the train, the switch engine backed into the other 
end of the train, and propelled it forward, injuring the 
brakeman. The Supreme Court rules that the yard 
master and conductor, whether treated as fellow ser- 
vants of the brakeman or vice principals of the compan a 
were not chargeable with negligence which proximately 
contributed to the injury.1! 

The Supreme Court of West Virginia holds that a sec- 
tion hand, engaged in clearing away a wreck under 
the supervision of a section boss and the supervisor 
of the road, could not recover for injuries received while 
attempting to move atender lying on its side in an in- 
clined position, by the falling out of the bottom thereof, 
where there was nothing in its appearance indicating 
that the bottom was broken loose from the ! ody thereof 
and neither the section boss nor the supervisor could 
by ordinary diligence discover any such fracture ‘? 

In the Supreme Court of the United States it is ruled 
that a locomotive engineer is not chargeable with 
knowledge of possible danger resulting from a rush of 
water on the track from a gully, which is narrow, 
crooked and concealed by the hills on the side of the 
roadway.?3 , F 

In Massachusetts, in order to take her train, plain- 
tiff was required to cross the double tracks between 
the station platforms to the platform opposite that on 
which she stood, and, in attempting to do so, she 
— behind a train standing on the track nearest 

er, which wholly obstructed her view of the other 
track in the direction from which trains arrived 
thereon; and while between the tracks, and after such 
train had ceased to be an obstruction to her view, she 
failed to look to see whether a train was coming. and, 
shortly after stepping on the track, was struck and 
injured. The Supreme Court rules that her failure to 
look constituted contributory negligence." 

In the,same state it is held that a child 13 years old is 
guilty of contributory negligence in attempting to pass, 
at a railroad crossing, between two sections of a long 
freight train 8 ft. apart, where, when she arrived at the 
crossing, the two sections were at a standstill, but, be- 
fore she started to pass between them, the engine sec 
tion commenced to close up.15 

In Mississippi it is held that one who is about to cross 
the track and would under ordinary circumstances have 
ample time to do so, but is arrested in crossing by an 
alarm and commotion in a city street which is crowded 
with people and is run down by a truin coming around a 
curve, is not chargeable with ccntributory negligence.?® 

The Supreme Court of Kansas holds that negligence in 
running a train through a city at a speed greater than 
that permitted by ordinance would not justify a recov 
ery for injuries inflicted by the train unless the unlawful 
speed was the proximate cause of the injury.?7 


2 Thomas vy. Lancaster Mills, 71 Fed. Rep.. 481. 
2M., K. & T. v. McFadden, 33 8S. W. Rep., 853. 
3 Lester v. D. L. & gt. N. Y.S., 907 





® Scott v. A. V., 33 Atl. Rep., 71 
7 Heller v. C. & G. T., 66N. W. Rep., 667. 
§M., K. & T. v. Meithvein, 3 S. W. Rep., 1,093. 
*K.C, v. Biddle, 348. W. Kep., 904. 
10 Kish v. 1. C.,65N. W. Rep., 995. 
114,.,T. & S. F. v. Carruthers, 43 Pac. Rep.. 230. 
12 Skidmore v. W. V. & P, 238. E. Rep., 713. 
13 U, P. v. O'Brien, 1} es 
14 Winslow v. B. & M., 42 N. EK. Rep., 1,133. 
18 Wallace v. N. Y,N.H. & H.42N. E. Rep., 1 125. 
164. & V.v. Lowe. 19 South. Rep., $6. 
17C,, R. 1. & P. v. K+ nnedy, 43 Pac. Rep., 802. 
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MEETINGS AND ANNOUNCEMENTS. 


Dividends. 
Dividends on the capital stocks of railroad companies 
have been declared as follows: 


Chicago & Eastern Illinois, quarterly, 114 pet cent., 
payable Oct. 1. 

Chicago, Rock Island & Pacific, quarterly, 1¢ per 
cent , payable Nov 2. 

Delaware, Lackawanna & Western, quarterly, 1% per 
cent., payable Oct 20. 

Keokuk & Western, 1 per cent., payable Oct. 1, 
ow & Western, quarterly, 13% per cent ,payable 

ct. 20. 

New York Central & Hudson River, quarterly, 1 per 
cent., payable Oct. 15. 
ou & Southern, quarterly, 1 per cent., payable 

ict. 10. 

Pittsburgh, Fort Wayne & Chicago, quarterly, 1% 
per cent on regular guaranteed stock, payable Oct. 6, 
and 1% per cent. on the special guaranteed stock, pay- 
able Oct. 1. . 

Rock Island, quarterly, 14 per cent., payable Oct. 1. 

Sunbury & Lewiston. 4 per cent., payable Oct. 1. 

‘ hg & Black River, quarterly, 314 per cent., payable 
Sept 20. 

ermont & Massachusetts, semi-annual, 3 per cent., 
payable Oct. 7. .,. 

West Jersey & Seashore, 24% per cent., payable Oct. 5. 
Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 
ar Great Southern, annual, birmingham, Ala., 

Gs. fs 

Bangor & Aroostook, annual, Bangor, Me., Oct. 20. 

Boston & Maine, annual, Lawrence, Mass., Oct. 14. 

Chesapeake & Ohio, Richmond, Va., Oct. 20. 

Great Northern, anuual, +t. Paul, Minn., Oct. 8, 

Illinois Ceniral, annual, Chicago, Ill., Oct i4. 

Lake Erie & Western, annual, Peoria, Ill., Oct. 7. 


Louisville & Nashville, annual, Louisville, Ky , Oct. 7 

Maine Central, annual, Portland, Me., Oct. 21 

Minneapolis & St. Louis, annual, Minneapolis, Minn., 
Oct. 6. 

Northern Pacific, annual, New York. N. Y., Oct. 15. 

Peoria, Decatur & Evansville, annual, Pekin, [I1., 
Oct. 6. 

Pittsburgh & Western, annual, Allegheny City, Pa., 
Oct. 19. 

St. Louis Southwestern, annual, St. Louis, Mo., Oct. 6. 

St. Paul & Duluth, annual. St. Paul, Minn., Oct. 13. 

St. Paul, Minneapolis & Manitoba, annual, St. Paul, 
Minn., Oct 8 

Seaboard & Roanoke, annual, Portsmouth, Va., Oct. 6. 

Southern, annual, Richmond, Va., Oct. 20, 


Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The 4merican Street Railway Association wils hold 
itsannual convention at St. Louis on Oct. 24 and 25 
For programme see issue of Sept. 18, page 669. 

The Engineers’Club of Philadelphia will hold its next 
business meeting on Oct. 30. 

The American Railway Association will hold its next 
annual convention at the Hoffman House, New York 
City, Oct. 7. 

The Freight Claim Association will hold its next 
annual convention at The Jefferson, Kichmond, Va, 
beginning Oct. 7. 

The Association of Railway Superintendents of 
Bridges and Buildings will hold its annual meeting at 
Chicago on Oct. 20. For programme see issue of Aug 7, 
page 560. 

The Society of Naval Architects and Marine Engi- 
neers will hold its third general meeting at No. 12 West 
Thirty-first street, New York City, on Nov. 12-13. 

The Railway Signalling Club will meet on the second 
Tuesday of the monthsof January, March, May, Septem- 
ber and November, in Chicago. 


Brotherhood of Locomotive Firemen, 
The biennial meeting of this association was held in 
Galveston, Tex., last week. Grandmaster F. P. Sar- 
eant was re-elected for two years. The secretary is 
rank W. Arnold, of Peoria, Ill. 


American Institute of Electrical Engineers. 


A meeting of the Institute was held at 12 West Thirty- 
fir:t street, New York City, Sent. 23. President Louis 
Duncan delivered an address on **‘ The Present Status of 
the Transmission and Distribution of Kiectrical 
Energy.’”’ The paper was discussed by Messrs. Stem- 
metz. Wolcott, Lamb, Ries and others. The following 
associate members were elected: Henry H. Brinckerhoff, 
Chicago; Harold G. Meadows, Buffalo: *. J. Newbury, 
Trenton, N. J.; Julio Pinkas, Sucre, Bolivia; Charies W. 
— Boston, and Charles G. White, Lake Linden, 
Mich, 


Engineers’ Club of Cincinnati, 


The regular meeting of the club was held Sept. 17 
at the new rooms recently fitted up by the Literary Club 
at No. 25 East Eighth street. Twenty-six members and 
several visitors were present. Memoirs of the late A. E. 
Tripp, engineer in charge of the sewer department, and 
Mr. George F. Nugent, Assistant Engineer of Cincin- 
nati, were presented and ordered spread on the records 
of the club. While neither of these had been members 
of the club, the action was taken because of the high 
esteem in which they were held and their superiuvr 
ability as engineers. H. F. J. Porter, of the Bethle- 
hem Iron Co, favored the club with a stereopticon 
lecture on ** Hollow Steel Forgings.’’ Huis lecture com- 
prised a description of the manufacture of heavy steel 
forgings as practiced at the works of the —— which 
he represented, and of the establishment of the works of 
the Bethlemen Iron Co. 


Engineers’ Club of Philadelphia. 


At the regular meeting of the club held Sept. 19, 1896, 
Mr. Edwin F. Smith presented a paper, which was illus- 
trated by blue prints and lantern slides, on *‘'The Water 
reg A of Philadelphia—Considered with Reference to 
the Minimum Flowof the Schuylkill River.” He stated 
that the city’s installation of water-works machinery 
comprise 82 pumps driven by steam and 7 by water 
power, of an aggregate designed capacity of 412,290,00U 
gals. per day, aivided between six main and six aux 
iliary stations. A table was exhibited giving the mini- 
mum flow of the Schuylkill River in 1895 of 185 million 
gals. per 2thours. He called attention to the fact that 
the conditions of the increasing population of the city 
required a large s orage to meet the growing demands, 
as the average daily rate of consumption for 1895 was 
such that the reservoirs in use and under construction 
hold less than 64g days’ supply. 

At the nexr regular meeting, to be held Oct. 3, Mr 
Richard L. Humphrey will present a paper on “The 
Cement Laboratory of the City of Puailadelphia—Its 
Equipment and Methods.” 


Engineers’ Club of St. Louis. 


The club met Sept. 16, President Ockerson in the chair 
and 14 members present. The paper of W. J. Sherman, 
on the Galveston Harbor Works, was then read by Mr. 
B. L. Crosby. The paper gave a description of what is 
one of the most extensive improvements ever under- 
taken by the United States government. The entrance 
to the harbor was impeded bya depth of only 12 ft. on 
the outer bar and 13 ft. on theinner. The first 1mprove- 
ments attempted were by dredging, without favorable 
results. ‘The gabionaye system was then undertaken at 
great expense. No improvement resulted. !he third 
project consisted of jetties of brush and stone. This 
bid fair to succeed, when it was found that the brush 
work was being destroyed by the sea worm, known as 
the Teredo Navalis. The present scheme of two _practi- 
cally parallel solid rock jetties was then adopted and is 
now in progress of construction. It has already deep- 
ened the outer har to 20 ft., and it is believed that in 
good time it will reach the desired depth of 30 ft., with 
the aid of dredging. The author gave the cost of the 
work, the rate of progress and other interesting details. 
Messrs. Crosby, Moore, Russell and Barth participated 
in the discussion. 

Western Foundrymen’s Association. 


The regular monthly meeting of the Western Foundry- 
men’s Association was held at the Great Northern Hotel, 
Chicago, on Sept. 16. George A. True presenied a paper 
on ** Compressed Air as a Hoisting Power in the Foun- 
dry.” The paper treats first of the economy in using 
compressed air from the fact that when engines are 
used on each machine, power is used only when the ma- 
chine is in operation, and that air in the service pipe is 
always ready for use. The ordinary verticai direct act- 
ing air hoist is one of the most efficient machines in use, 
as 85 per cent. of the power delivered to it is utilized. 
Another advantage is the wide variation of speed, obtain- 
able by very simple means and with little waste of power, 
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The application of compressed air power to cranes is 
then explained. The positive action of the load is ob- 
tained by using a water reservoir between the air pipe 
and the hoisting cylinder, with a regulating valve be- 
tween cylinder and hoist. The hoisting cylinder then 
becomes practically a hydraulic hoist, and should 
built as such. The three-motor compressed-air traveler 
is advocated where neither horizontal nor vertical direct 
lifting hoisting cylinders can be used. The paper con- 
cludes with some general information in regard to in- 
stalling compressed-air plants, and to their proper main- 
tenance. 


Association of Railway Superintendents of Bridges 
and Buildings. 


The sixth annual convention of the Association will be 
held at the Leland Hotel, corner of Michigan avenue and 
Jackson street, Chicago, on Tuesday, Oct. 20, 1896. The 
programme follows : 

‘Luesday, Morning Session.—The convention will be 
called to order by the President at 10 o’clock a. m. 
Prayer by J. H. Cummin. Address of welcome by the 
Mayor. Reply by the President. Calling the roll. 
Reading of minutes of last meeting. Report of Com- 
mittee on Applications for Membership. Admission of 
new members. President's address. Reports of Secre 
tary and Treasurer. Payment of annual dues. 

Afternoon Session.—Call to order at 2 p.m. Appoint- 
ment of Committees on Auditing, Nominations, Sub- 
jects for Discussion and Resolutions. Reports of com- 
mittees. Unfinished business, including discussion of 
nagorts of last meeting. New business. 

Jednesday, Morning Session.—Called to order at 10 
a.m. Discussion of reports of committees. Investiga 
tion, reading and discussion of questions propounded by 
members. ‘ 

Afternoon Session.—Called to order at 2p. m. Con- 
tinuation of discussion of reports. 

Thursday, Morning Session.—Called to order at 10 
a.m. Miscellaneous business. Election of officers. Ad- 
journment. 

Afternoon.—Excursions, which the Committee on Ar- 
rangements, Messrs. J.H. Travis, Aaron S. Markley. G. 
J. Bishop and O. J. Travis, have planned. 

Friday.—Excursion to drainage canal, returning in 
time for members to take night trains out of Chicago. 

Below is the list of subjects and names of committees 
assigned to each: 

How to determine the size and capacity of openings for 
water-ways: Aaron S. Markley, J. 8. Berry, C. C. Mallard, J. 
L. White. 

Different methods of numbering bridges: A. Shane, W. O. 
Kggleston, J, L. Soisson, O. J. Travis. 

Drawbridge ends, methods of locking, and under this head 
including locking of turn tables: H. M. Hall, James Stannard 
H. Middaugh. C. C. Mallard 

Protection of trestles from fire, including methods of con- 
struction: R. M. Peck, T. H. Kelleher, A. McNab, W. M. 
Noon, G, W. Hinman, William Berry. 

Local stations at small towns and villages, giving plans of 
buildings and platforms: J. H. Cummin, N. M. Markley, J. 
H. Markley, C. G. Worden. 

Tanks, including frost proofing, size, style, and details of 
construction: W. O. Eggleston, W. M. Noon, A. McNab, N. 
W. Thompson. 

Shearing of rivets on plate girders and cause thereof: J. M. 
Staten, R WL. Heflin, J H. Travis, G. M. Reid. 

Best and uniform system of report blanks for bridge and 
building department: G. J. Bishop, W. O. Eggieston, Onward 
Bates. M. Riney. 

Protection of railroad structures and buildings from fire: 

harles Parsons, R. M. Peck, L. K. Spafford. b. T. McIver. 

Brought forward from 1894. Mechanical action and resultant 
effects of motive power at high speed on bridges: G. W. An- 
drews, W. G. Berg, J. E. Greiner, E. H. R. Green. 

Brought forward from 1894. Best and most economical 
railway track pile-driver;{J. L. White, A. C. Davis, J.F. Mook, 
J. T. Carpenter, G. W. Hinman. 

Brought forward from 1894. Span limits for different classes 
of iron bridges, and comparative merits of plate girders and 
lattice bridges for spans from 50 to 110 ft.: W. A. McGonagle, 
e M. Peck, W. M. Noon, H. E. Gettys, G. J. Bishop, Onward 

ates. 

Brought furward from 1894. Interlocking signals: J. H. 
Travis, W.S. Danes, RK. L. Heflin, J. A. Spangler. 

Mr. W. A. McGonagle is President and Mr. S. F. Patterson 
is Secretary. 








PERSONAL. ‘ 





—Mr. Allan Cameron, for the past two years the Port 
land Agent of the Canadian Pacific, has been appointed 
District Freight Agent of that road with headquarters 
at Vancouver. 


—Mr. C. C. Collins, formerly Assistant General Freight 
Agent of the Columbus, Sandusky & Hocking, has been 
appointed General Freight Agent, to succeed Mr. D. E. 
MeMillan, resigned. 


—Mr. C. G. Sholes has been a »pointed Superintendent 
of Telegraph of the Atchison, eoska & Santa Fe, to 
succeed Mr R. B. Gemmell, deceased. Mr. Sholes’ head- 
quarters will be in Topeka, Ka. 


—Mr. John H. Schultz, who died on Sept. 25, at his 
home in Brooklyn, N. Y., at the age of 76, was about 30 
years proprietor and editor of the American Railroad 
Journal, the paper which Mr. Forney bought in 1886. 


—Mr. D. E. McMillan, General Freight Agent of the 
Columbus, Sandusky & Hocking, has resigned to take 
the position of General Sales Agent forthe James W. 
Ellsworth Cambridge Coal Co. Mr. McMillan’s head- 
quarters will probably be at Columbus, O. 


—Mr. Edwin P. Dawley, Division Engineer of the New 
York, New Haven & Hartford, at Providence, R. L., has 
been appointed Resident Engineer of the new Union 
Station at Boston, succeeding Mr. George B. Francis, 
who was appointed to that office in July last. 


—Mr. A. A. Wyatt, Superintendent of the New Orleans 
& Northwestern, has resigned that office and will go to 
Florida, where he will engage in other business. Mr. 
Wyatt will be succeeded by Mr. McGill, of Jackson, 
Miss., who has been for some years connected with the 
Yazoo & Mississippi Valley. 


—Mr. F. A. Husted, Superintendent of the Cincinnati, 
Hamilton & Dayton, whose headquarters are in Cin- 
cinnati, is to sever his connection with the company, 
having been appointed Division Superintendent of the 
Baltimore & Ohio, under General Manager William 
Greene, with headquarters at Cumberland, Md. 


—Mr. Horace G. Burt has been appointed Third Vice- 
President of the Chicago & Northwestern, to succeed 
Mr. W.H. Newman. Mr. Burt has been General Man- 
ager of the Fremont, Elkhorn & Missouri Valley, and of 
the Sioux City and Pacific roads since 1888. Prior to 
that date he wasChief Engineer of the Chicago & North- 
western. Mr. Burt has also been appointed Assistant to 
the “aia of the Chicago, St. Paul, Minneapolis & 
Omaha, 


—Mr. Albert W. Dickinson, for several years General 
Superintendent of the Missouri Pacific, died at Seymour, 


Ind., Wednesday evening of paralysis, aged 66 years. He 
began railroading as a brakeman on the Rochester & 
Syracuse road, New York, in 1852. July 4, 1887, he was 
appointed General Superintendent of the Missouri Pa- 
cific, which position he held until May, 1893, when he was 
compelled te resign on account of failing health. For 
three ge he has gradually been failing, and for many 
months he has been helpless. 


—Colonel Joseph Hill, formerly Assistant General 
Manager of the Vandalia Line, died at his home in St. 
uis, Sept. 27. Mr Hill was 70 years old and began his 
railroad service in 1850 on the Columbus, Piqua & Indi- 
ana road in the engineering department. He was on the 
Atlantic & Great Western nine years, coming to be Chief 
Engineer and Superintendent. He served various other 
roads in the West, and frum 1869 to 1881 was Superin- 
tendent of the Pittsburgh, Cincinnati & St. Louis. 
From 1881 until about three years ago he was connected 
with the Vandalia. 


—Mr. Henry Fink, one of the present receivers of the 
Norfolk & Western, has been elected President of the 
new company, which took possession of the properties 
on Sept. 30. Mr. F. J. Kimball, formerly President of 
the company and now one of the receivers, will become 
the Chairman of the Board of Directors. The names of 
the permanent members of the new board will be an- 
nounced shortly. The Chairman of the Board wil] have 
his office in New York and it is proposed to transfer 
the ee eee and executive offices from Philadelphia 
to Roanoke when the new office building now in course 
of construction at Roanoke shall have been completed. 
We understand that Mr. Fink will change his office to 
Roanoke immediately. 


—Mr. George F. Tyler, the first President of the 
Norfolk & Western road, died at his residence in Phila- 
delphia last week, after a protracted illness. He was 74 

ears old, and had been engaged in the coal business in 

hiladelphia for 40 years. He was very successtul in his 
commercial operations, and took an active part in the 
affairs of various railroad and other corporations. He 
was for many years a director of the Fidelity Trust 
Company of Philadelphia, and a Director of the Fourth 
Street National Bank, Philadelphia, from the date of its 
organization. He was largely interested in the Shenan- 
doah Valley road, and this led to his connection with 
the Atlantic, Mississippi & Ohio road during its reor- 
ganization. hen the Norfolk & Western was formed 
to succeed it, in 1881, he became President, and held the 
office for two a During his administration the road 
was extended to the Pocahontas coal fields, one of the 
most important events in the company’s history in its 
effect on the future of the road. Mr. ‘lyler was a 
man of high character, and quickly won the esteem 
and respect of those with whom he came in contact. 


—Mr. Ernest S. Cronise died Sept. 14 at Ridgewood‘ 
N. J.. after a long and painful illness. Mr. Cronise was 
born in New York Oct. 16, 1861. He prepared for Har- 
vard, but developed such a taste for mathematical 
studies that he was advised by a well-known railroad 
man to take up engineering. He entered Stevens in 
1878, graduating with the degree of M.E. June, 1881. 
The following spring he entered the employ of the Penn- 
sylvania Railroad Company. Later he was employed by 
the West Shore as Assistant Superintendent of Car Con- 
struction at Pullman. In 1885 he entered the employ of 
H. R. Worthington, and superintended the erection of 
various Worthington pumping-engines for water-works. 
Among these may be mentioned two vertical engines 
for the Cincinnati Water-Works of 25,000,000 gals. ca 

acity, which was a work of considerable engineering 
importance, being the first vertical direct-acting pump- 
ing engines of large size ever constructed. . Later he was 
Confidential Secretary in New York and Superintendent 
of Branch Offices and Agencies. 

In September, 1894, he established himself in New York 
City as a Consulting Engineer, where he made a high 
reputation as a railroad expert, his contributions to the 
Bond Record having received favorable comment from 
leading American and English financial papers. His re- 
ports on the Baltimore & Ohio and on the Erie, which 
appeared in the Bond Record, were considered by prom- 
inent financiers and railroad men as remarkable for their 
scope and clearness. One of the leading investment 
houses says: ‘* He possessed a rare combination of quali- 
ties which peculiarly fitted him to be a trusted adviser 
upon railroad investments: that, first of all, being in- 
corruptible, his reports could be trusted absolutely, and 
added to these he possessed a high all-round ability as 
an engineer, with an excellent business judgment. He 
was quick to see the good and weak points of a property, 
and singularly sagacious as to what should be done to 
improve it.” 

Mr. Cronise had already taken a good place as an en- 
gineering expert in studying the condition and the pos- 
sibilities of railroad properties, and his reputation in 
this field was growing rapidly. He was a man of such 
thoroughness, acuteness and integrity that he was des- 
tined to have great influence in this arduous and valuable 
class of work, and his loss is really serious, for men of 
his qualities and his training are rare. Furthermore, he 
was a man of engaging and estimable rsonality— 
modest, simple, straightforward and enthusiastic. It 
was our privilege to know him well. and we can under- 
stand the — sorrow which his many friends will feel 
at his untimely death. 


— Hon. James F. Joy died at his residence in Detroit, 
Sept. 23, after an illness of about three weeks, aged 85 
years In 1846 Mr. Joy, who had removed to Detroit, 
soon after his admission to the bar, became identified 
with the corporation which had bought the Michigan 
Centrai road, and he shaped the legislation in Indiana and 
Illinois under which it was extended to Chicago. Mr. 
Joy then made railroad law a specialty. A celebrated 
case in which he figured was that of George C. Bates 
aguinst the Michigan Central and Illinois Central com- 
panies involving the title to the station grounds of both 
companies on the lake front in Chicago, the case finally 
being decided in the company’s favor by the United 
States Supreme Court. Mr. 7 organized and for 
many years was President of the Chicago, Burlington & 

uincy. He extended the railroad from Kansas City to 
the Indian Territory, which was built with the aid of 

overnment troops, and built the first bridge acress the 
Missouri Hiver at Kansas City. In 1857 he undertook 
the building of the ‘‘Soo’’ Canal and:two-years later the 
first ship canal between Lake Superior and Sault Ste. 
Marie River was opened. In 1867 he became President 
of the Michigan Central, and immediately began the 
extension of its lines, promoting the building of the 
Jackson, Lansing & Saginaw, the branch road from 
Jackson to Grand Rapids. and the Detroit & Bay — 
When the promoters of the Detroit, Lansing & North- 
ern failed to get aid in New York, Mr. Joy took hold of 
and built that road. He secured a connection with 
Detroit for the Wabash by building a line from Detroit 
to Logansport. He then became President of the Wa- 
on and projected and built the Detroit Union 

epot, 


Although rather under the average of men in size, Mr. 
Jov was even in his middle life of commanding appear- 
ance, his bearing and the expression of his countenance 
impressing every one with the fact that he was a ruler 
accustomed to the exercise of authority. and the im 
pression was deepened when he spoke. At that time it 
was less common than it is now to see gentlemen in the 
West who were particular as to their dress, and Mr. Joy 
was very much distinguished by the extreme elegance of 
his costume and by wearing black silk stockings. This 
was of valuable aid to him, no doubt, in repelling famil- 
iarity, and maintained the distance which he desired 
between his person and the lower order of 
persons then engaged in railroading. It was always un- 
derstood that he was a scholar at home and a gentleman 
everywhere. He was probably of a too sanguine tem- 
perament, for many of his enterprises failed to pay divi- 
dends, and brought calamity to the stockholders for a 
while, although the subsequent growth of the country 
has made most of them profitable, at least upon a re- 
duced capitalization. It is understood that by judicious 
investments he accumulated a large fortune. He was a 
strong man, a first-rate lawyer and an eminent citizen 
to whom Detroit owed much of its progress and its of 
present prosperity. 








ELECTIONS AND APPOINTMENTS. 





Boston & Albany.—At the annual meeting of the 
stockholders, on Sept. 23, Stephen Salisbury, of Worces- 
ter, Mass., was elected a director, to succeed the late 
John B. Spaulding, of Boston. 


Brooklyn & Brighton Beach.—Colonel E. L. Langford 
has been elected President of the company in place of 
General James Jourdan. The new Board of Directors 
consists of: W. A. Murdock, George I. Murphy, Chauncey 
Marshall, Aaron T. Robbins, John C. Lott, General 
James Jourdan and Colonel Edward L. Langford 


Chicago & Northwestern.—W. A. Gardner, formerly 
Superintendent of the Wisconsin and Milwaukee Divis- 
ions, has been appointed Assistant General Superintend- 
ent of the road. Thomas A. Larson, formerly Assistant 
Superintendent of the Wisconsin Division, has been ap- 
arg Superintendent. S.M. Bender, formerly Chief 

rain Dispatcher of the Wisconsin Division, has been 
appointed Assistant Superintendent of that division. 


Chicago, St. Paul, Minneapolis & Omaha.—W. A. 
Scott. formerly General Superintendent, has been ap- 
pointed General Manager, to succeed KE. W. Winter. The 
office of General Superintendent will be discontinued. 
James T. Clark, formerly General Freight Agent, has 
been made General Tratfic Manager. W. H. Stennett 
has been made Auditor of Expenses. 


Gulf & Brazos.—The following arethe recently elected 
officers of this company : A. Squires, President, 
Henrietta, Tex.; E J. surley, Vice-President, Waco; 
H. M. Taylor, Secretary and General Manager, Mineral 
bar ex., and R. B. Preston, Treasurer, Mineral 

ells. 


Gulf, Colorado & Santa Fe.— The Directors last week 
elected the following Directors and officers: L. G. Polk 
and F. M. Gilbough, Directors, vice B. F. Yoakum and 
T. W. Jackson, resigned; Paul Morton, Third Vice- 
President, vice B. F. Yoakum, resigned; H. C. White- 
head, Gener] Auditor, vice Gillett, resigned. 


New Orleans & Western —At a meeting of the di- 
rectors on Sept. 21. in New Orleans, W. Mason Smith 
was elected President of the road, and W. W. Pierce 
Vice-President. 


St. Louis & San Franeisco.—Z. Mulhall has been 
appointed General Live Stock Agent, with headquarters 
in St. Louis. This is a new office. 





RAILROAD CONSTRUCTION 
Incorporations, Surveys, Etc. 








Baltimore & Ohio.—Important additional contracts 
for improvements have been recently awarded. At the 
Lucust Point yards work is to begin at unce on enlarg- 
ing and improving the facilities for handling freight, at 
a cost of about $50,000. A contract has been awarded to 
Burns & Wade for grading an extension of the yards. 
This will necessitate the removal of from 60,000 to 70,000 
cu. yds. of earth and rock. Masonry and piers will 
be built for the extension of the Fort avenue bridge, 
Baltimore, a distance of about 400 ft., for which W. H. 
Thorne has been awarded the contract. The bridge 
crosses the railroad tracks, and its extension is made 
necessary by the enlargement of the yards. Lane Bros. 
& Co., of Esmont, Va., have been awarded the contract 
for grading yard E at Cumberland. This work will cost 
from $30,600 to $40,000. An extensive system of freight 
yards has been planned for Cumberland, and this is 
the first contract toward the carrying out of the er ge 
Additional yards to be termed A, B. C and D, will be 
constructed in the future. L. B. McCabe & Bro. Lave 
received the contract for an improvement in the align- 
ment of the road between ‘tabb station and North 
Mountain, near Martinsburg, W. Va., as stated last 
week. : 


Brooklyn Wharf & Warehouse Co.—The company 
is making rapid progress in providing railroad facilities 
along the water front in connection with its extensive 
warehouses in Brooklyn. Tracks have already been laiu 
on the first section from Pier 4, near the Brooklyn 
Bridge, to the foot of State street, and on the third sec- 
tion, which surrounds the Atlantic Basin, and they will 
be extended to Erie Basin. Work has already been com- 
menced on a floating transfer bridge at the foot of Baltic 
street. The purpose of this bridge will be to transfer 
cars from railroad floats to what is known as the second 
section, which extends from South Ferry to Hamilton 
Ferry. Work will soon be begun on the tracks of this 
section. When these improvements have been com 
pleted, cars can be transferred directly from the railroad 
tracks to the warehouses, where they can be unloaded 
with only one handling, and in the same way carload 
lots can be prepared for shipment. It is proposed to 
have branch tracks into all the large warehouses. it is 
not decided yet whether steam locomotives or electricity 
will be used as the motive power. 

The transfer bridge at the foot of Montague street has 
already been completed. Itis 100 ft. in length, 33 ft. 
wide and at the guard rails 9 ft. —e It weighs 120 
tons and is supported at the outer end by a wooden pon- 
toon, measuring 40 x 30 ft., and 7 ft. deep. The bridge 
cost $9,000 and the pontoon $3,000. The transfer bridge 
at the foot of Baltic street will be similar in construc 
tion. It is expected that a considerable improvement in 
the method of handling grain coming on cars will follow 
the completion of the warehouse company’s -, as the 
cars can easily be floated to the elevators and discharged 
with one handling. Under present conditions when the 
railroad elevators are full, or when owners of grain wish 
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it stored in the Brooklyn stores, it is necessary to trans 
fer the grain from the cars to lighters and then to trans- 
fer it from the lighters to the elevators, 


Brookville.—This road is being built as a branch of 
the Allegheny Valley road, from a large timber tract in 
Polk County to Brookville, Pa., about 13 miles. Track 
has been laid for about six miles, and 140 men are now 
a on the line. Work was begun early in July, 
and it is expected that rails will be laid over the entire 
line before winter. 


Carp & Almonte.—This road is projected, to be built 
between Carp and Almonte, Ont., and surveyors are 
pow in the field making a preliminary survey of the 
proposed line. The survey is being made by Bell & 
Wilkie, and will be paid for by subscriptions from citi- 
zens of the two towns. 


Central Louisiana.—A company has been formed to 
build this road from Abbeville to Palmetto, La., pass- 
ing through Crowley and Washington, a distance of 75 
miles. It is also proposed to extend the line south from 
Abbeville to a port on Vermillicn Bay, 25 miles. Hamp- 
den Storey is President of the companv. E. Daboval, Sec- 
retary, and William Bradford, Chief Engineer. 


Cinciunati, Union City & Chicago.—F. W. Short 
and John H. Bliss have adjusted the claims of this road 
and state that they will complete the line between Union 
City and Huntington next year. They have assumed a 
$22,000 judgment against the old company, and say that 
funds will be ready to push the work next year. Nearly 
all of the original Directors of the road have retired. 
The road is partly graded. 


Colorado Springs, Pike’s Peak & Cripple Creek.— 
There are rumors that a company has been organized to 
build the above road, which will be narrow gage, and 
will connect Colorado Springs with Pike’s Peak, Cripple 
Creek and Victor. The capital stock is placed at 
$500,000. and those said to be interested are Lish Harris, 
N. M. Keith, W. A. Moore, C. B. Weeks and H. E. 
Headley. 


Duluth, Superior & Western.—Articles of incor- 
oration for this road have been filed at St. Paul, Minn. 
t is to run from Duluth to some point onthe Red River 

of the North, not yet named, presumably Winnipeg. The 
amount of stock named in the articles is $3,000,000. 


Gulf & Brazos.—New officers have been recently 
elected by this company, and active work of construc- 
tion is to be commenced immediately. The road is to 
extend from Henrietta south through Jackboro to 
Mineral Wells, Tex., to Waco, and thence down the 
Brazos River to deep water at Velasco. Already 12 miles 
of the road is graded and now ready for the rails. The road 
will conuect at Henrietta, Tex., with the St. Louis, 
Oklahoma & Texas Air Lins Road that is building from 
Sapulpa. Ind. Ter., to Henrietta, Tex. U. A. Squires, of 
Henrietta, is President. 


Hutchinson & Southern.—It has not yet been decided 
at what point the southern extension of the road from 
Cameron, Kan.. will intersect the Chicago, Rock Island 
& Pacific, but it will be within the Indian Territory. 
Three towns, Pond Creek, Medford and Enid, are now 
asking for the terminus. Grading has been completed to 
Wakita. The distance from that point to Pond Creek is 
14 miles, to Medford 13 miles and to Enid 30 miles. Itis 
proposed to finish the work on the extension before 
winter. A large force of men is now at work. 


Licking Valley.—This road is projected from Salt 
Lick, Bath County, Ky., southeast to Blackwater, Mor- 
gan County, 30 miles, passing up through the Licking 
Valley, and the town of Beaver. Grading has been done 
as far as Beaver, 1114 miles, and four miles of track have 
been laid. The officers of the company are as follows: 
President, F. N. Sherman; Vice-President, J. C. Webber; 
Treasurer, S. M. Grammont; Secretary, F. J. Farley, and 
Chief Engineer, J. D. Ramsey. 


Mexican Central.—Engineers have completed the 
work of location on the new branch from Jiminez to 
Parral as far as El Oro, and the government has ap- 
proved plans for the first 1244 miles. On the Laguna 
branch track has been laid for 16 miles from El Oro, and 
trains are running from that point to Sacramento. 
Nothing definite has been done regarding the projected 
branch to Batopilas. 


Montreal & Ottawa.— Work on this road, a branch 
of the Canadian Pacific, which runs through Rigaud, 
Que., is being pushed rapidly from that place. Track 
has been laid for 10 miles beyond Rigaud to St. Eugene 
and it is expected that the line will be completed to 
Alfred, 45 miles further on, before winter. Stations will 
be erected at St. Eugene, Vankleek Hill, Caledonia 
Springs, Alfred and Plantagenet. The work is being 
carried on under the supervision of Mr. T. Alex. Peter- 
son, Chief Engineer of the Canadian Pacific. 


Peoria, Lacon & Northern.—Surveys have been 
completed and right of way partly obtained for this 
road, which is projected between Peoria, Ill., and Spring 
Valley, 51 miles, passing through Lacon. The company 
was organized in December, 1895. John M. McNabb, 
Mount Palatine, Ill., is President, and George F. Wig- 
ton, Lacon, 1l., Chief Engineer. 


Rio Grande Western.—Track laying has been com- 
pleted to Eagle Rock Tunnel, three miles up Sevier 
Canon, and 20 miles below Richfield, Utah. Tne tunnel 
itself is not yet ready for rails, and the extension will 
be delayed until an opening is made through to a point 
a mile and a half south of the tunnel where the termi- 
nus will be temporarily located. 


St. Hyacinthe City & Granby.—A company is be- 
ing organized at St. Hyacinthe, Que., to build this 
road from that place to Brigham, Brome County, with 
branch lines in St. Hyacinthe. The capital will be 
$100,000, and the following are interested in the scheme : 
Paul F. Payan, Hubert Treffle Chalifoux, Maurice St. 
am Hector Pagnuelo and Emmanuel Avila Per- 
rault. . 


San Francisco & San Joaquin Valley.—Right of 
way has at last been obtained into Fresno, Cal., and 
grading has been begun on tke 4,000 ft. of roadbed nec- 
essary to complete the road to the station grounds in 
the town. All construction will be pushed rapidly, and 
Chief Engineer Storey, expects that trains will be run- 
ning through to Fresnoin a very short time. When tbis 
point has been reached, all new work will be suspended 
for some weeks. ’ 


Sheboygan, St. Paul & Western.—This road is pro- 
jected from the city of Sheboygan, Wis., southwest to a 
point on the Milwaukee & Northern division of the Chi- 
cago, Milwaukee & St. Paul, at or near Random Lake, 
in Sheboygan County, 18 miles. A company has been 
organized and articles of incorporation filed, The capital 
stock named is $350,000, and the incorporators are Frank 
Geele, Frank L. Roenitz, Arthur F, Winter, James Mall- 
man and Paul Krez, 


Shelbyville Southern.—A bout one-fourth of the grad- 
ing is now comp!eted on this extension of the Chicago & 
Eastern Illinois, south of Shelbyville, its present south- 
ern terminus. Though this separate company has been 
organized to construct this line, the right of way is all 
taken in the name of the Chicago & Eastern Illinois 
Railroad Company. and the line when built will bea 
part of that road. Mr. N. R. Olcott is Chief Engineer in 
the construction compen, located at Altamont, Ill. The 
line will be 2414 miles in length, extending to Altamont, 
Ill., via Mode and Mocassin, [1]. The general contractors 
are M. S. Carter & Co., of St. Louis Mo. The maxi- 
mum curvature of the line is three deg., except at 
terminals: gradient 26.4 ft. per mile. There will be one 
steel viaduct, 1,400 ft. in length and 100 ft. in height, over 
the Kaskaskia River at Shelbyville, which is being built 
by the Detroit Bridge & Iron Works at Detroit, Mich. 


Sistersville.—Preliminary surveys have been made 
for this road between Sistersville. W. Va., and Middle- 
bourne, a distance of 12 miles, E, J. Miller is Chief En- 
gineer, with oftice at Wheeling, W. Va. 


Southern Pacific.—Three new steel bridges are now 
being built between Truckee and Reno, Cal.. to take the 
place of old wooden structures. Two of the bridges are 
pan the Truckee River and the other over Prosser 

reek, 


Texarsana & Fort Smith.—Track laying on that 
part of the line in Texas between the Neches and Sabine 
rivers was to have been commenced on Oct. 1. The 
grading is now about finished. and with good weather 
that part of the line will be completed in six weeks. 


Ventura & Ojai Valley.—A company has been organ- 
ized, and articles of incorporation filed to build this 
road, which is projected from Ventura, Cal., north 25 
miles up the Ojai Valley to Nordhoff, and thence five 
miles to Hobart. The capital stock is $200,000. The 
directors are John Cross, A. P. Cross, S. R. Thorpe, J. 
E. Loomis, N. P. Conrey, S. H. Garrett and L. L. Cross. 


Western Maryland.—Thiscompany is trying to obtain 
control of the Berlin Branch road, extending from its 
Gettysburg line to East Berlin. either through a lease, 
sale or an assumption of the bonded indebtedness. That 
once secured, an outlet of about 18 miles through a rich 
section to a connection with the Philadelphia & Reading 
at Bowmansdale, six milesfrom Harrisburg, could prob- 
ably be obtained. 


Wheeling Bridge & Terminal.—Receiver C. O. 
Brewster, of this company, has been granted permission 
by the United States Circuit Court to rebuild the trestles 
and tracks along the north bank of Wheeling creek, at 
Wheeling, W. Va., which were washed away in the flood 
of last July. The new work will include a stone wall 
about 800 ft. long and an average of 25 ft. high. The creek 
bank at this point is very treacherous. and has always 
given trouble. The work was begun last week. 








Electric Railroad Construction. 


Albany, N. Y.—A new route has been proposed for 
the Albany, Helderberg & Schoharie Electric Railroad, 
between Albany and Clarksville, via Bethlehem Centre 
and Faurabush, which will give easy grades. 

The Albany Street Railway Co. is building a large 
addition to its power house. 


Baltimore.—We have been informed that the Direct- 
ors of the Central Railway Co. will begin the construc- 
tion on its extensions in East and Northeast Baltimore 
at once. Contracts will be closed and work will be 
started within the next week. The company will build 
a new and larger power-house and the present power- 
house building, on East Preston street, will be used as a 


car barn. About 40 new cars will be added to the roll- 
ing stock. 
he County Commissioners have signed the order 


granting 2 franchise to the Falls Road Electric Railway 
Co. to build an electric road from Belvidere avenue, 
Baltimore, to Pimlico, a distance of about 10 miles. 
Work is to be commenced within nine months and the 
road completed in 18 months. The company is to give a 
bond of $5,000. Mr. George R. Webb, of Baltimore, is 
President of the road. 


Bristol, R. I.—On Sept. 26, the tax-payers of 
Bristol refused to grant permission to the Bristol Land 
& Improvement Co. to build an electric road within the 
town limits. Th* matter was referred to among our 
construction notes Sept. 18. 


Brockton, Mass.—The increase of the power plant 
referred to among vur construction notes, Sept. 18, 
consists of the installation of a new Corliss engine, di- 
rectly communicated with a 500-K. W. generator, and 3 
200 H. Pp. Manning boilers. Stone & Webster, che en- 
gineers, inform us that all the contracts have been let. 


Buffalo, N. Y.—The Buffalo, Orchard Heights & 
Hamburg Electric Railway Co. has been organized with 
a capital of $120,000 to build an electric road from Ham- 
burg to Buffalo, a distance of about 11 miles. 


Carlisle. Pa.—About a mile of track remains to be 
put down in order to connect the extension of the elec- 
tric road from Carlisle to Boiling Springs with the Mile 
Hill terminus. ‘The road will be completed before the 
end of October. 


Chattanooga, Tenn.—The Chattanooga Electric 
Railway has improved the tracks on Market street from 
the river to Montgomery avenue. The improvements 
will be completed within two weeks. 


Cincinnati, O.—The Madisonville & Cincinnati 
Street Railway Co. has passed a resolution to withdraw 
its acceptance of the grant issued to them te operate a 
line over Columbian avenue. The Commissioners have 
granted the application. 


Cleveland, O.—The Cleveland, Painesville & Eastern 
Railroad Co. is considering the question of extending 
its new line to Fairport 

The Cleveland Electric Railway Co. has been granted 

ermission to construct and operate an extention of its 
ine to Burton street and Rhodes avenue, from Storer 
avenue to Denison avenue. 


Frederick City, Md.—The Baltimore & Frederick 
Turnpike Co, has granted the Frederick & Middletown 
Electric Railway Co. the right of way over the National 
furnpike to the Frederick fair grounds and have com- 
menced work on the extension. It isstated that the new 
work will be completed within two weeks, 


Hartwell. O.—The Cincinnati & Mt. Auburn Electric 
Railway Co. has secured the right of way through Hart- 
well. Construction work is now going on. 


Irwin, Pa.—Carsare now running on the Greensburg, 
Jeannette & Pittsburgh electric line between Penn and 
Manor. The road will be completed between Manor and 
Irwin when the final rights of way have been secured. 


New Castle, Pa.—William W, Cooper, of Naw Castle, 


has been appointed Supervisor of the power-house and 
car barn which is being erected for “the New Castle & 
Wilmington road near New Castle. The road is being 
rapidly completed and the cars will be inoperation about 
the first of next year. 


Patchogue, L. I., N. ¥Y.—The Patchogue & Port 
Jefferson Traction Co. has secured consent to construct 
and operate an electricroad through North Ocean avenue 
in Patachogue, through private property to Waverly Stv- 
tion and through Farmingville, Selden, Terryville and 
the main streets in Port Jefferson to the Port Jefferson 
harbor on Long Island Sound. The construction will 
probably commence this fall. Officers are: Edwin 
Bailey, President; O. T. Fanning, Vice-President; Frank 
Miller, Treasurer, and J. B. Swezey. Secretary. Capital 
stock. $400,000. J. A. McElroy. 26 Cortlandt street, 
New York, is the electric engineer. 


Philadelphia. —It is reported that seven miles of road, 
which the Fairmount Park Transportation Co. is 
building, will be completed within a few days. A map, 
together with a description of the road, was given in 
the Railroad Gazette, Aug. 21. 


Port Chester, N. Y.—The Port Chester Electric 
Railway Co. has petitioned for a franchise for an electric 
line to extend along the Post road, and even’ ually run 
from Mount Vernon, N. Y., to Greenwich, Conn. 


St. Louis.—On Sept. 22 the County Court granted the 
Cross Country Railroad Co. a 35-year franchise. The 
time fer acceptance was extended to six months, 


Springfield, Mass.—A company is being formed to 
connect Springfield, Mass., with Suffield, Conn., a dis- 
tance of 10 miles, by an electric line, which is to run over 
a new bridge to be built across the Connecticut River. 
It is stated that the capital stock of the company will be 


Syracuse, N. Y.—Surveys have been completed for 
an electric line, 34¢ miles long, from Syracuse to Split 
Rock. 


Toledo, O.—An ordinance has been referred to the 
Councilmen to permit the Toledo Traction Co. to lay a 
double track on Lower Summit street, from Galena 
street to Michigan avenue. 





CENERAL RAILROAD NEWS. 


Altoona, Clearfield & Northern.—The earnings of 
the road being insufficient to pay operating expenses, 
application was made on Monday last for a Receiver, 
and the Blair County Court appointed Mr. Frank G. 
Patterson to that office. Mr. Patterson is the President 
of the road, acting Zalso as Superintendent. The out- 
standing liabilities amount to $226,500. This is the 
second time within the past two years that the road has 
been in the hands of a receiver. 


Baltimore & Ohio.—The receivers have filed reports 
for the months of June and July last. They show the 
following receipts and disbursements: 


June. July. 
eh ON Odes ecccccccccadwesesdssecas *$424.547 $497,405 
FOUN dic ddcddudacdacdadcxecuccsdac-codcue 3,695,429 2,965,055 

TU raceusanddus dccavsudd gscdeaaadaded $4,119.976 $3,462,460 
ag was vaccaducdedendwaoas agauats 3,622,572 3,042,757 
MM decccacccdseasndccaccavcnaeawe . $497,404 $419,703 


* June 1. 


Proceeds of sale of Receiver’s certificates, series No. 1, 
were $4,000,000. There was expended during June $2.388,- 
703 and during July $935,293, leaving a balance on hand 
July 31 of $676,002. The balance on hand June1 from 
the terminal improvement fund was $1,132,675 and the 
balance on July 31 was $1,214,604. 


Cartagena=-Madgalena.—In regard to the reports of 
the recent troubles and unsettled condition in Carta- 
gena, Colombia, S. A., and their effect on this road, re- 
cently given in press despatches, an officer of the com- 
pany has written as follows: 

During the past month we have been in more or less 
constant telegraphic communication with our General 
Manager in Colombia, and we are advised that from 
Aug. 25, until Sept. 7, there was a suspension of the ter- 
minal business of the company in consequence of an 
order from the Goverzor of the Department. Telegraphic 
advices received on the 10th stated that traffic had 
been resumed, but that the — between the govern- 
ment and the company had not been settled. The 
Terminal Co. operates the road between the wharves 
and the city of Cartagena. a distance of half a 
mile, and owns and controls the wharves them- 
selves and the warehouses thereon at Cartagena. The 
business of the Cartagena-Magdalena Railway Co.. 
which operates the road from Cartagena to the Magda- 
lena River, has not been interrupted by the trouble and 
we are not advised that through shippers have suffered in 
any way from the temporary suspension of traftic. The 
inconvenience fell on the local receivers and forwarders 
at Cartagena, and shippers of goods in this country 
need not fear detention of their goods. The dispute itself 
between the _ ment and the company isasto whether 
goods shall carried by ton weight or by ton weight 
or measurement, the latter being the custom of the 
company. The contract between the government and the 
company states that any differences as to its interpreta 
tion shall be settled by arbitration, but in the present 
case the Governor of the Department of Bolivar has at- 
tempted to force his interpretation of the concession 
upon the company prior to a settlement by arbitration, 
and attempted to treat the company and its officers as 
rebels for disobedience of his orders. The company 
will not surrender its rights under the contract, and the 
latest dispatches indicate that the government will ulti- 
ae the company the rights to which it is en- 
entitled. 


Chicago, Burlington & Quincy.—The earnings for 
August and for eight months are reported as follows: 

















Aug.: 1896. 1895. Inc. or Dec. 
Number of miles..........- 5,324 5,216 =. 108 
GROSS COPE... .ccccccececee $3,114 .267 = $3.232,147 _-D. $117.880 
Ce OM da ccccdiecvs cwenas 1,793,616 1.885.281 D. 91,665 

EER ee $1,320.651 $1,346,866 D. $26,217 

Jan. 1to Aug, 31: 

INS cogaiee sve cane $21,459,735 $20,552,797 —‘. $906,938 
QI Od cisedéccccscesace 14,168,682 13,650,324 1, 518,358 

Net earn.8 mos......... $7,291,053 $6.902,473 I. $388,589 
Fixed charges........... - 7,040,000 6,983,636 I. 56,364 

ee, $251,053 $81,183 I. $332,216 


These figures include the Burlington & Missouri 
River, and the controlled roads. 


Marietta & North Georgia.--The syndicate which 
bought this road on a foreclosure sale last April 
will make another payment of $100,000 Noy. 1, and 
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will take the property out of the hands of the Re- 
ceivers. President McHarr, of the Manhattan Bank, 
New York, will beelected President of the new company. 


Cleveland, Cincinnati & St. Louis.—The state- 
ment of earnings for August shows: 














Month of August. 196. 1895, 
RD ce cbavecs sossnewer wksakouson 1,850 1.850 
SRN cc vcsasebeieese>s sneseaes $1,120,959 $1.292,294 
SDs sin bnnscipuaecencestventsecme 830,725 926,359 

DN ccocde. end eayendaveeun $290,234 $365,935 

July ito August 31. s 
Se, EC nea A $2,189,114 $2,454,427 
SE RD icvdis (55 vecawovcnseeraceons 1.651, 67 1,848,285 

EO BD vc cdccsccstadsiuswone $538,017 $606,142 
Pues COONOEN ec. cisscsccevwcs ashen 464.955 468,90 

Dc totoricncadeatoubnaaad tices $73,329 $137,241 


Erie.—The statement of earnings for August is as 
follows: 


Month of August: 1896. 1895, Ine. or dee. 
I io cde rasxbeus sanbe $°.687,€66 $2.246.480 D. $148,814 
DOOR CED oi vc0s scones -- 1.875.479 2.673.770 D. 248,291 

ee RPO ee $82,187 $772,710 T. $89,477 


Included in the expenses of 1896 is one-twelfth of the 
entire taxes of the year. 

New York Central & Hudson River.—The earnings 
for the three months to Sept. 30 are reported as follows 
(1896 estimated): 














1896. 1895. Decrease. 

Gross earn..... weeeee $11,276,400 $11,600,505 $324,115 
ODER. SED vecsesc000es 7 599,500 7,745,524 146,024 
MOEO@RTO. 0505 s0c8 $3,676,900 $3.854.981 $178,081 
Fixed charges..... .  2,627.9°0 2.630549 2 649 
Ralanc3 ........ccece $1,019,000 $1,224,471 $175 431 
Dividends... 1,000,000 1,000,000 = see vee 
Surplus....... ..-- $49,000 $221,431 $175,431 


The net earnings inthe quarter ending Sept. 30, 1894, 
were $3.726.063; in 1893, $3,943,758. and in 1892, $3,668,075. 
The ratio of operating expenses for five years has been 

1896. 1895, 1894, 1893. 1897, 
675% 66% 6654 67% 6954 

New York, New Haven & Harttord.—The stock- 
holders of the Old Colony Railroad, controlled by this 
company. held their annual meeting in Boston, Sept. 
29. The issue of $3,000,000 of bonds was authorized and 
consolidation with the Fall River Railroad, already 
yractically owned, was approved. The old Board of 
Directors was re-elected. Four-fifths of the new bond 
issue will be used to take up old bonds now maturing 
and $600,000 will be expended for improvements. 

New York, Susquehanna & Western.—The follow- 
ing shows the earnings of the road for the month of 
August, compared with the previous month: 


July. Auceust, eo 
G iy osas ac eGs beaeeseeceee $198.787 $180.129 $18.6: 
Gene = pbdbs eeu ebnseebnes Debenee 107.211 1€4.985 2,226 
Neb DATR svccsssvcnsceevscs- sess $91,576 $75,144 $6,132 


Norfolk & Western.—It is proposed to transfer the ex- 
ecutive and accounting offices of the road from Philadel- 
phia to Roanoke, Va., as soon as the building at the lat- 
ter point is ready for occupancy. Meantime, the offices 
of the Treasurer, Comptroller and General Solicitor will 
remain temporarily at Philadelphia. The Receivers state 
that they shall at midnight. on Sept. 30, deliver posses- 
sion of the entire railway system operated by them (ex- 
cept the Roanoke & Southern Railway and the part of 
the Scioto Valley Division extending from Coal Grove 
to Columbus, O.) to the Norfolk & Western, the new 
corporatiou organized by the purchasers of the proper- 
ties sold under the foreclosure sales. The following 
officers of the new corporation have been appointed by 
the board: William F. MacDowell, Treasurer; M. C4 
Jamison, Comptroller; Joseph W. Coxe, Auditor: Joseph 
1. Doran, General Solicitor; A. J. Hemphill, Secretary. 


Ogdensburg & Lake Champlain.—Action was be- 
gun on Sept 27 for the dissolution of this company, 
when an order to show cause why the company should 
not be dissolved and atemporary Receiver appointed was 
granted. The road extends from’Ogdensburg to Rouse’s 
Point, a distance of 112 miles. In 1886 the entire prop- 
erty was leased to the Consolidated Railroad Co. of Ver- 
mont, which in turn transferred it to the Central Ver- 
mont; last April the Central Vermont was declared in- 
solvent and receivers appointed in proceedings brought 
in United States Court. The Receivers have been operat- 
ing the Ogdensburg & Lake Champlain under the lease. 
The verified report of the company discloses that its 
honded ‘ewe te mal amounts to $4,817,750 and that the 
funded debt on June 30 was $4,828.39. The total debt of 
the concern, as shown in the report, is $4,858,578 39. It 
is said there will be a strong fight against the suit 
brought by the bondholders against the appointment of 
a temporary Receiver. “ a : . 

The Receivers have filed in the United States Court at 
Baltimore a statement of the operations of the road for 
the six months to June 30, 1896, showing: 






INE oan cess 00 600550 cecnsnewseuanecon isengee $10,922,612 
Operating® CXPONSES, ........cccccerecccccccccccccsececes 8 793.773 
DIE TTIOEE on caw inicn x45 Rvs ban eunee cen eens soo s0enenis = = 
eee ee 259,69 
ube epee 2,783,306 


Net INCOME. ........-ccccssccecccevecees 
Fixed charge 


Construction. 34,533 


3,727,057 


DBI svn a0s. Sa sienna haensend (es ehaeiaueescanwans $998,671 


The deficit is increased to a total of $1,368,489 by 
aecrued car trust and other obligations. In their 
auswer denying the right under the law of the pre- 
ferred stockholders (the petitioner, on whose applica- 
tion this report was ordered) to the payment of divi- 
dends, the Receivers say that the petitioner and other 
holders of preferred stock are entitled to payment only 
out of the profits of the company as declared from time 
to time by the President and Directors, and found by 
them distributable asa dividend without prejudice to 
the lawful rights of creditors; that the President and 
Directors of the company have not found such profits or 
declared such dividends, and that no such profits ac- 
erued to the company during the half-year from Jan. 1 
to June 30, 1896. 


Ohio Southern.—The date of the sale of this road by 
decree of the court entered last week has been fixed at 
Nov. 7. The status of the bords underlying the first 
mortgage bas not been determined, as no plan of organ- 
ization has yet been formulated. The sale announced 


may be postponed until a later date, as present condi- 
(‘ons will no doubt prevent an early agreement cna plan. 
The underlying bonds and stock are held by the reor- 
xabization trustee, 

Pennsylvania.—The statement of earnings and ex- 
penses for the month of August and for eight months, 


issued by the company, shows comparisons with August 
of last year as follows: 
All Lines Hast of Pittsburgh and Erie. 






Aueust. Eight Months, 
ROBIN; «6c oinsvavancenensaensseeee D. $891,500 b. $8,200 
OOM, ohn). uewonwetmans wee iene end eies D. 313.4 1. = 826 20 
PIED 'GOER, 0 osecevecnesecoocsheapaciee D. 451,100 D. 1,214,500 
All Lines West of Pittsburgh and Erie. 

Gross earn « eeee]), $822,900 D. $405, 
a. See -.--D. 245,500 I. 39,410 
PUOUMRPR bs ccavceeseas cr Giese use -D. 577.100 D. 505,00 


Petersburg & Asylum.—The Atlantic Coast Line has 
purchased this road at a cost of $20,000. It is two miles 
and a half in length from Petersburg, Va., via the State 
Central Hospital in Dinwiddie County, to a connection 
with the Norfolk & Western. 


Philadelphia & Reading.—The sale of properties of 
the railroad and coal and iron companies, under the 
foreclosure of the general mortgage, and, as directed by 
the United States Circuit Court, took place at Philadel- 
phia Sept. 22. The assets were offered in three separate 

‘parcels ’’? The only bidder was C. H. Coster, of J. P. Mor- 
gan & Co, representing the Reorganization Committee, 
and he was the purchaser of the three lots for $4,/ 00,000. 
The property of the railroad and coal and 1ron compa- 
nies, covered by the general mortgage, was bought by 
Mr. Coster for $16,000,000. A protest against the legality 
of the sale was made by an attorney representing Mrs. 
Hetty Green. 

The earnings of the railroad for August and the year 
to August 31 were: 














June. 1896. 1895. Inc or dec, 
PAOUE DARED oc csccwxeccesk $1,755,708 $1,996,417 1. 150,708 
Net earn.. ... Sehsswewaes ; 909,373 D. 99.907 
Total net income...... $854,388 $933,953 D. $79,565 
Equipment,rentals,etc., 
($195,957) and esti- 
mated fixed charges 
POON. 0 2505 caceos 890.957 837,507 I. 53,450 
Deficit or surplus.... 1). $36,568 S. $96,446 I. $133,0:4 
Since Dec 1. 1895-’96. 1894-’95. 
Gross earn $14,856.997 $15.077 066 = 2D. $220,069 
Net earn.... .... 6,272,888 6,179,583 D. 206,695 
Total netincome...... $8,829,330 #6,939,031 DD. $109,701 
Equipment, rentals, 
BD svcsceseb een wadon ce *1,762,485 1,148,249 I. 614,226 
Fixed: charges  (esti- 
SARUOO).<accasecuecasess 6,255,000 6,248,470 I. 6,530 
| Rae ena $1,188,155 $457,688 J. $730,167 


* Inelrdes $520,000 Car Trust certificates matured during 
years 1894-95. 

The deficit of the Coal & Iron Co., in August was #31,- 
046 against $191,872 in August, 1895, a decrease of $160,- 
826; and forthe year to Aug. 31, $1,229,333 against $1,397,- 
769 for the year before, a decrease of $168,436. 

On Monday of this week Mr. S. D. Rhoades entered 
suit to have the sale of the property set sside, demand- 
ing as a creditor to have the proceedings reviewed by the 
court. He raises the question of jurisdiction and claims 
that a judgment of $20,000, held by him, isa lien equal 
to the general mortgage. 

Southern.—The statement of earnings and expenses 
of the company for August and the months from July 1, 
compared with the same period in 1895, follows: 

Month of August. 


























1896. 1895. Decrease. 
Giinicacxceue dass see Se ewale 4,752 CS ere 
GOSS GATD..cccrcccscvccs eevee $1,442,002 $1,551,554 $109,552 
ED. GNA GARGS sas cusse 5- saes 1,021,693 1.086,219 65 126 
GU MOTR css ccccue. svadenievaees $120,909 $465,335 $44 426 
BG. OP. 10 GO8D....;00506<-.- 70.81 70.01 nena 

Two months, July 1 to Aug. 31. 

PEG DATE ss Sacscacndsianens: $2,865,677 $3,052,455 $186,778 
TEED: OE TAWOR, ocinssce ossccec 2,116,892 2,234,626 117.764 
OG ET oa wcxsncs.nesescnness - $748,785 $817,799 $69,014 
PC ORD. D0 BRED ciiickcsscscexe 73.8 TOR exeexe 


St. Louis & San Francisco.—The new company has 
filed at St. Louis a deed of trust securing all ae 
erty of the company 0a account of the new consolidated 
4 per cent. bonds, the amount being $50,000,000 The 
bonds are to run 100 years apd are to be paid in gold. 
The trustees for the mortgagees are the Mercantile Trust 
Company, of NewYork, and Paschal P. Carr, of St. Louis, 


Wheeling & Lake Erie.—The $5,000,000 common 
stock, authorized some months ago for improvements, 
has just been listed on the New York Stock Exchange 
President Blair says that all of the stock has been sold. 
The property acquired by the company asthe equivalent 
of the issue consists of equi ment (carsand locomotives), 
new steel bridges,additional tracksat various points upon 
its line, and improvements consisting of additional dock 
and terminal facilities at the =— of Huron. The new 
engines and cars have been delivered to the company 
and are in use. The bridges are in course of construc- 
tion and certain of them have heen detivered and are 
now in position upon the company’s line. The additional 
tracks, to the extent of more than seven miles, are 
completed and in use. The bids for the proposed 
dock improvements at Huron Harbor are in hand, and 
the work at that point will shortly be contracted for. 
Payments already made in connection with the above 
property exceed $240,000. and when all the work is com- 
pleted the property acquired by the company as the 
equivalent of its new issue of common stock will repre- 
seat an actual value of not less than $450,000. The total 
cost of the above-mentioned improvements will be about 
$50,000 more than the amount from the proceeds of the 
stock. This amount will be provided from the current 
net revenues of the company. Thestock is quoted in 
New York at 6%. 








Electric Railroad News. 


New Haven, Conn.—The earnings of the Winchester 
Avenue Railroad Co, for the month of August were $35, - 
958, as compared with $33,526 for August, 1895 The total 
earnings for the eight mouths of the current year have 
been $176,234, as against $161,090 for the same period last 
year. The company expects to extend its tracks on Camp- 
bell avenne to Allingtown. 


St. Thomas, Ont.—Col. J. Stacey, President of St. 
Thomas Street Railway Co., writes us under date of 
Sept. 24, that the property is for sale at a reasonable 
price. The motive power of the rvad has not been 
changed to electricity because of lack of capital. 

S-ranton, Pa.—Below are given some comparative 
figures, showing the earnings of the Scranton Traction 
Co.: 


August: 1896. 1895. Ine, or dec, 
CSVGRR ORIN, 0. Ki kans oxcsas $31,653 $28.99 I. r 
INGE GAED i sccsascecses: ceess EOD 44,797 D. 1,672 








July and August: 
Gross earn., cence coos 909.97 2 $57,257 I. $7,715 
Oper. exp.. t eee. 35,728 27,318 I. 8,410 
Net earn..... ise cooe » Qeaedd $-9,939 DP. = $095 


Warren, Muss.—The Warren, Brookfield & Spencer 
Street Railroad Co. has petitionel the Railroad Com- 
missioners for permission to issue $100,000 of bonds The 
road was built at an expense of $250,000 and $150,000 cap- 
ital stock was paid in. The bonds will be issued to pay 
for the remainder of the cost ‘The road has declard 
a semi-annual dividend of four per cent. 


Washington, D. C.— he Eckington & Soldiers’ Home 
ailvey 0. has sold its North Capitol Street branch for 
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Traffic Notes. 


_ The Interstate Commerce Commission has held hear- 
nee surene the past weck at Chicago, Kansas City and 
t. Louis. 


The Sunset Limited Express, between New Orleans 
and San Francisco, running twice a week each way, will 
resume its trips Nov. 7. 


The freight rates on corn for export, during the month 
of October will be on the basis of 15 cents per 1 lbs., 
the managers of the Joint Traffic Association having 
made recommendation to that effect. 


President S. G. DeCoursey, of the Western New York 
& Pennsylvania, has been indicted by the Grand Jury at 
Buffalo, N. Y., for violating the Interstate Commerce 
law. He is charged with paying secret rebates to a coal 
—. two years ago, when he was Receiver of the 
road. 


Representatives of roads in the Southwestern Traffic 
Association held a meeting in New York City on Tues: 
day of this week and discussed a proposition to place 
within the control of the association all traffic bet ween 
the present territory of the association an the Repub- 
lic of Mexico, but no definite conclusion is reported. 


The high prices of eastern coal in the states of Minne- 
sota and the Dakotas is causing a great activity in the 
lignite mines of North Dakota, and more of that fuel 
will be mined and used this year than ever before. Corn 
will also be burned for fuel in Iowa and Southern Min- 
nesota, as well as in Kansas and Nebraska this season. 


A further reduction in the rates on wheat from the 
San —_— Valley to San Francisco has been made by 
both of the railroads serving that territory. Competition 
of the new San Joaquin bivony: | road compelled the 
Southern Pacific to reduce rates from Fresno, and the 
long and short haul law necessitated a coincident reduc- 
tion at Southern Pacific stations farther north, even 
— the competition of the new line was not directly 
felt. 

Chicago Traffic Matters. 
CHICAGO, Sept. 30, 1896, 

The Atchison, Topeka & Santa Fe, and the Chicago, 
Rock Island & Pacific have withdrawn from the Western 
Freight Association on account of the long-continued 
demoralization of Western rates. Officers of the lead- 
ing roads are now holding daily conferences to consider 
plans for an association organized on new lines. but it is 
not likely thata new agreement will be entered into un- 
til after election. With the practical dissolution of the 
WesternFreight Association rates on several commodi- 
ties took a — tumble. All roads will at once reduce 
the hard-coal rates from Chicago to the Missouri River 
from $3.20 to $2.00 aton. Cattle rates. Missouri to Mis- 
sippi River, will be lowered 10 cents. The Wabash gives 
notice that it will protect its wheat business hy re- 
ducing the proportional rate from Kansas City to To- 
ledo to 1ftents, thus dragging the cuts into Joint Traffic 
Association territory. 

The long-standing trouble between the Eastern and 
Western roads over ticket orders has at last been settled 
by the Western lines unanimously agreeing to withdraw 
ail ticket orders in the territory of the Eastern roads. 
This amicable settlement of an old and bitter fight will 
tend to create a better feeling between the Eastern and 
Western roads. All Western ticket orders in Eastern 
territo®y will be abolished on Oct. 1. 

The Interstate Commerce Commission finished its 
work in Chicago and is now holdinga session at Kansas 
City. Before adjourningin thiscity Chairman Morrison 
said that the Chicago Great Western was the only road 
that had obeyed the Commission’s order to forward all 
correspondence relating to the Union League Club 
agreement (the alleged age to Washington. Mr. Mor- 
rison said that unless the roads forwarded the desired 
evidence to Washington at once he would endeavor to 
secure it through subpoenas duces tecum. 

The Board of Managers has ordered the export grain 
rate reduced to L5 cents for one month, but traffic offi- 
cers here are of the opinion that the rate will not secure 
much grain; the lake lines are now carrying it at 12 
cents per 100 lbs. 

Two grain vessels were recently stuck for several 
hours in the South branch of the Chicago River over tl:e 
Washington street tunnel. One of the vessels was of 
2,000 tons capacity and the cther 1,500 tons. The water 
over this tunnel is but 14 ft. deep. 

Yotal lake shipments from Chicago to the East last 
week were 62,556 tons, compared with 109,813 tons for 
the preceding week. Of last week’s total 54,948 tons were 
grain. Total all-rail shipments amounted to to 61,880 
tons, compared with 63,387 tons, forthe preceding week, 
a decrease of 1,507 tons, and against 62,024 tons for the 
nding week of last year. Last week’s‘traffic was 




















corres ) 
carried by the roads in the following proportions : 
WFEK WEEK 
TO SEPT. 26. TO SEPT. 19 
Roads. 
Tons. p.c Tons. Pp. Cc. 
Michigan Central........... 8,050 13 0 7.338 116 
Wabash....... eaiseesinwemegee 8,01 12.4 5,112 8.0 
L. S, ae rer amernaeais 7,150 11.6 8 230 13 0 
Pitts., Ft. Wayne & Chicago 5,884 9.5 8,3°0 13.2 
Baltmore & Ohio......... 7,182 11.6 7,015 11.1 
Pitts., Cin., Chi. & St. Louis. 5,216 8.4 5,457 8.7 
GEORG TEURK... ccvcescccesss 4,56 90 6.387 10.1 
Fe 2 Oe bs ivcncsescnenss 7.244 11.8 6,643 10.5 
LS are Ser IRE. 5,621 9, t 5,766 91 
C., C., C. & St. Louis .. .... 1,902 3,1 2,994 4.9 
ee .-+-| 61,880 | 100.0 | 63,387 | 100.0 

















Of the above shipments, 2,755 tons were flour, 26,893 tons 
rain, 11,570 tons provisions, 10,785 tons dressed beef, 
048 tons butter, 1,980 tons hides and 2,782 tons lumber, 

















